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The regular monthly meeting of the Western Railway 
Club was held on Dec. 16 in the Club rooms in Chicago. 
Twelve members were present. Mr. B. K. Verbryck occu- 
pied the chair. : 

The following amendment of the Constitution was adopted 

‘** Any one engaged in the practical operation of railroads, 
and any agent or dealer in railroad supplies may become a 
member of this association by paying his dues for one year 
and signing his name to the Constitution.” 

The following resolution was then adopted : 

‘* That hereafter the reports of our discussions be published 
only in abstract.” 

The Treasurer reported $441.71 in the treasury. 

SMOKE STACKS. 


A discussion then took piace on ‘‘ The Best Material and 
Form of Smoke-stack and Netting, and the Construction of 
the Front End of Locomotives.” 

Mr. Jacosp JOHANN (Chicago & Atlantic): Th» diamond 
stack is best for our western soft bituminous coal. Actual 
tests carefully made will alone show whether straight stacks, 
and extended front ends are superior to the diamond stack, 
which throws a great amount of cinder. 

Mr. ALLEN CooKE (Chicago & Eastern Illinois): The 
diamond stack is the least unsatisfactory I have tried, but 
I have no extension front ends in use. 

Mr. ForsytHeE (Chicago, Burlington & Quincy): We have 
only one engine with extended front end, and straight stack, 
but will probably put it on other engines shortly. 

Mr. H. 8. BRYAN (Chicago & Iowa): I am not satisfied 
with the stack that | am now using—a diamond stack with a 
cast-iron perforated plate instead of a wire netting. This 
plate costs 40 cents and will last a year, whereas a wire net- 
ting costs $1.70 and lasts only two months. There is a cone 
and separate plate. The cone is cast with four studs, and 
the plate is adjusted to the right height just above the cone. 
The top part of the stack is cast iron and the lower part 
sheet iron. 

Mr. JOHANN: The difference in stacks and extended front 
ends is somewhat like a woman’s bonnet, regulated by 
fashion. Any saving of fuel effected by the extended front 
end is nearly counter-balanced by the increased cost of re- 
pairs. Less cinders and soot are thrown than by the dia- 
mond stack. 

Mr. CooKE : I have endeavored to do away with the cone. 
Netting in the front end, with a high single nozzle is not 
quite satisfactory. 

Mr. ForsytuHe : If, as Mr. Bryan says, the cast iron grate 
isso cheap compared with wire netting, why has it not come 
into more general use? On our consolidated engines the life 
of the netting is hardly two months, and it costs $2, or $12 a 
year, while the cast iron grating would cost only $1 per 
stack per year. On our road a steel diamond stack is worn 
out with 45,000 miles, while a cast iron top of similar size 
and shape makes over double that mileage. Large diamond 
stacks are far more durable than small ones and enable the 
engine to steam more freely, because they offer a larger 
opening for the escape of the gas and sparks. The impact of 
the sparks deflected from the cone is less intense; and hence 
the cutting action is distributed over a larger area o! metal, 
reducing the wear. The extended smoke box is simply a 
large stack turned on its side, and in this position it is not so 
unsightly and offers little extra resistance to head winds. The 
baffle plate and netting are conveniently arranged for re- 
newal. The other parts do not need renewal, as providing a 
straight clear flue is given for the escape of the products of 
combustion, the smoke box is subject to little wear. The 
netting in the smoke box will get pretty hot, but will not 
wear as fast as in the diamond top. The cutting action of 
the sparks is taken by the baffle plate, which is simply a 
straight piece of iron and can be easily renewed. The ex- 
tended smoke box does not affect the coal consumption or 
steaming of the engine, but has the merit of greater dura- 
bility, and it throws less sparks, giving greater comfort to 
passengers and better drainage of ballast. <A clear straight 
stack without cone or netting can also be used with an ex- 
tended ‘‘ back end” or wide fire box. In the Wootten fire 
box the grate surface is so large that steam is kept up by a 
very mild draft, hardly sufficient to draw the sparks through 
the tube, and ,cone or netting is unnecessary. It thus ap- 
pears that a straight stack without cone or netting is the 
natura! result of an extension of either the smoke box or the 
fire box. 

Mr. Stncuarr (National Car-Builder): A great majority 
of those who use the extended front are highly satisfied with 
the results obtained. On the other side, where I did my first 
locomotive service, we had nothing but open stacks, and 
when I came to this country the first thing that struck me 
about the locomotives was the intense draft used to make the 
engines steam. The necessity for this intense draft peculiar 
to American locomotives is the practice of obstructing the 
stack to prevent the throwing of sparks. It was necessary to 
put in spark arresters for wood, and when coal was 
burnt, a vicious practice was still retained. An English 
locomotive, with no diamond stack, no netting, nothing to 
prevent the throwing of sparks, throws much less sparks 
than any ordinary American locomotive, well equipped with 
the best spark arrester. The extension front and open stack 
is amovementin the right direction. The absence of ob- 
structions in the stack permits the use of large nozzles and a 
mild draft, diminishing the number of sparks, and therefore 
obviating the necessity of any spark arresters. A slight 
alteration in the nozzles has a remarkable effect on the quan- 
tity of sparks drawn through to the smoke box. Open stacks 
and wide nozzles will ultimately be successful without any- 
thing to obstruct the sparks. The Groesbeck spark arrester 
used on the Eastern Division of the Erie appears to work 
well. It carries a water tank in the smoke box, and the 
sparks as they come through the flues are deflected into that 
water tank by a diaphragm. The New York Central en- 
yines designed by Mr. Buchanan also throw very few sparks. 

hese engines have a water table across the fire box, and ex- 
tension front, with very wide nozzles. 

Cast-iron smoke-stacks are being used with great success on 
the Richmond & Danville, and on the Elevated railroads in 
New York. 

The diameter of most smoke-stacks is excessive, and a bet- 
ter vacuum could be obtained ‘in the smoke-box, with a 
lower velocity of exhaust steam with smaller stacks. 

Mr. ForsyTHE : Cast-iron smoke-stacks last twice as long 
as steel or wrought-iron stacks. 

Mr. Stnciarr : Two blast nozzles, each 3 in. diameter, are 
equal to one nozzle 4 in. diameter. A better vacuum can be 
obtained with a single nozzle, as tine blast is central with the 
stack, and acts like a plunger sucking the gases after it. The 
blast from double nozzles strikes against the sides of the 











stack, and therefore, as shown by tests, cannot create so 
perfect a vacuum. The exhaust pipe must be well propor- 
tioned in order to obtain good ts from a single nozzle. 
Unless this is done, the back pressure is increased. 

Mr. Cooke: We use a single nozzle 26 and 30 in. high. 
The blast does not hit the base of the stack. We cannnot run 
the single nozzle to advantage on trains niaking few stops. 

hc he ee : Double nozzles did better than single on the 

a : 


SPECIFICATIONS FOR FREIGHT CARS, 


The discussion then closed, but the same subject will be 
continued at the next meeting. 

A discussion then took place on ‘“‘ The Specification and 
a 6 of Freight Cars.’ 

r. W. B. Snow (Illinois Central): It is difficult to get 
good cars built by contract, unlesss the specification is rigid, 
and numerous inspectors are present during the whole build- 
ing of the cars. 

r. GoRE (LaFayette Car Works): The specification is 
often modified by the general manager. 

Mr. Cooke: I have been well satisfied with cars built by 
contract. General managers often contract for cars without 
ae the Master Car-Builder until the cars are nearly 

nished. 

Mr. B. K. VERBRYCK (Chi . Rock Island & Pacific): 
Contract cars are often very ly built. I have found a 
foreign car with the roof off, because the carlines were not 
secured to the plate, and but one eight-penny nail was used 
to fasten the roof to the carlines. 

Mr. JoSEPH TOWNSEND (Chicago & Alton): We cannot 
expect to get a car from contractors for $550 that would 
cost us $600 to build. The Chicago, yee pom & Quincy, 
the Rock Island and the [Illinois Central could build cars just 
as cheap as the contract shops if the men were always on new 
work. 

Mr. Bryan: The competition between different builders is 
so keen that the lowest bidder cannot build a good car and 
obtain a reasonable profit. 

Mr. Snow : Manufacturers give a larger discount to con- 
tractors than to railroads. 

Mr. Gore: The car manufacturer prefers an inspector 
during .construction. The inspector is sent there with in- 
structions, he has the specifications, and it is his business to 
know that the cars are constructed according to the specifica- 
tions. If he understands his business, he can very easily see 
to the building of 12 or 15 carsaday. Sometimes it may be 
pretty hard to get around and inspect them all, but he can 
always inspect the iron and the lumber every day before it 
goes into the car, and the other material he can inspect in 
bulk, the sills and wrought iron and cast iron. 

Mr. TOWNSEND : Our inspector only sees the finished cars, 
and if they are not right, rejects them. This method works 
well, but any defects passed by an inspector during construc- 
tion cannot be complained of after the car is completed. 

Mr. CooKE : Piece work enables contractors to do their 
work cheaply. We too often fail to take into account the 
cost of the plant, the taxes, the insurance, new tools, and a 

t many other things that the car builders have to reckon 
in. The pay at some car shops is very low. 

Mr. Gore : Our carpenters setting up a car by piece-work 
make $4 a day regularly. 

Mr. Snow : I build my cars by piece-work. 

Mr. TOWNSEND: The cars built at railroad shops cost less 
for repairs. 

Mr. Gore: If the managers of the different roads would 
agree on a standard box car, every one would be prepared to 
build that car, and there would be less work and repairing 
and less stock to carry. But it seems to be as far off now as it 
was twenty years ago. Every master car-builder has differ- 
ent ideas; their specifications are all different. 

Mr. TOWNSEND : It would be impossible to make a standard 
car for the whole country. In the South they want a car 35 
or 40 ft. long to carry cotton, but they do not want such a 
long car for carrying iron ore. 

r. JOHANN : It is hardly possible to adopt a standard car 
body for the whole United States ; but certain parts requir- 
ing frequent renewals might be made standard, such as 
wheels and axles, journal-boxes and bearings, arch-bars, the 
whole draw-head gear, the length of the draw-head and the 
spring and followers. Those things could be made uniform 
for any length of car. Then, as a car passed through the 
country, every man would have a piece to replace wherever 
it was necessary. This summer I started in with a little out- 
fit of 250 freight cars, of about eight different patterns, but 
I determined to make them uniform, and now that little road 
has all its rolling stock uniform. If you have a lot of differ- 
ent patterns of a certain part, you cannot afford to throw 
them away, but adopt a standard ; and then don’t buy an- 
other piece of new material except the standard, and ina 
short time you will work out of all those superfluous patterns 
and obtain uniformity. 

Mr. TOWNSEND : iw can you expect to adopt a standard 
when you are making so many improvements all the time ? 
We have a dozen different kinds of draw-heads, and if you 
adopt a standard coupler now you would exclude all the 
others entirely. How can you adopt a standard axle when 
the weight of a car is being increased from 12 to 25 or even 
35 tons ? The adoption of a standard shuts out all improve- 
ments. 

Mr. JoHANN: An opening must be left for progression and 
improvement. Although the number of draw-heads is almost 
innumerable, all might be the same length, and the sprin 
and followers might be alike, so that one draw-head would 
replace any other. 

r. FORSYTHE : We have got away from contract ears to 
standard cars. The question brought out*by the discussion 
this evening is, can we buy as and cheap a car from 
individual dealers as we can make ourselves ? Our experi- 
ence is that we can buy as ~~} a car, and the foremen of 
our shops, whom we have had inspecting cars, have told us 
that the cars we are getting are as good as we can build our- 
selves. Then, if this car is as good as the railroad companies 
can build, how can the contract companies build them and 
make a profit? The two items that enter into the cost of the 
cars are labor and material. It is admitted that the labor of 
the contract shops is more efficiently man There is tae 
stimulus of money making about an individual shop which 
we do not have in railroad shops, and that results in more 
careful management all through the establishment, and 
enables them to build cars at a less cost for labor. The next 
item is the material. Now, it isa commercial practice, well 
established, that dealers sell materials to car builders cheaper 
than they do to the railroad companies. And there is a com- 
mercial reason for that, too, in the sort of spirit of justice 
and fairness in allowing these builders to make a profit. It is 
quite possible to buy a contract car cheaper than you can 
build it, and the practice is growing. Proper specifications 
and inspection are necessary to obtain a good car. A car 
cannot be properly inspected after it is built. You cannot 
see all parts of the construction, or the quality of lumber; 
you cannot test the material, the strength of the axles and 
the bearings, and a great many other things. Send a = 
inspector to the car snop when the cars are started, and keep 
him there until they are finished. We have found it to be a 
very good practice after we have received a lot of 
cars to call in our i rs and have them tell 
us every difficulty, and every point where they came in 





collision with the builders, and eve = 
fications did not fully cover the ity of material. hat 
is the principal thing about cations. They ought to 
deal principally with the qualities of material. en after 
your inspectors have told you what points in the —, 
tions ought to be revised, where the builders have found it 
impossible to live up to them, where they have found that 
they had to use material that was not covered by the specifi- 
cations, put it in the next lot. In this way, if you keep on 
developing your specifications aud developing your inspec- 
tors, it is quite ible to get as good a car as you can build, 
and get it at a lower price. One inspector is sufficient for 20 
cars a day. 

Mr. TOWNSEND: One inspector is not enough. 

Mr. Gore thought one sufficient. 

Mr. ForsyTHE : The inspector has a chance to look all over 
this material before the cars are put ther. If he starts 
at the commencement of the framing of the cars and getting 
out of the lumber, it is possible for him to inspect them ve 
— ; he can find enough points to keep them pretty well 
stirred up. 

Mr. TOWNSEND : I have been engaged 
ing 10 or 12 cars, started in at ti 
I could not do it. 

Mr. VERBRYCK : I found it very difficult to keep track of 
everything. While I would be at one place they would 
sometimes slight a thing at another before I could get 
around, 

The discussion then closed. 

The following additional subject was chosen for discussion 
at the next meeting : ‘* Best Material for Car Sills.” 

The meeting then adjourned. 
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Sontributions. 


A Correction. 


WILMINGTON, Del., Jan. 4, 1886. 
TO THE EDITOR OF THE RAILROAD GAZETTE : 

The report of the Master Car-Builders’ Meeting is not cor- 
rect in this respect—it should read ‘* George G. Lobdell, 
Sen.,” instead of ‘‘ William W. Lobdell,” who was not pres- 
ent, Z 
Also the followiug ‘‘ Bush & Lobdell, 26 years ago, mad 
better wheels than any made now,” should read ‘* Bush & 
Lobdell, 25 years ago, made as good wheelsas any made 
now,” not “better.” GEorGE G. LOBDELL, 
President Lobdell Car Wheel Company. 





The Yards and Railroad Works of Buffalo. 


To THE EDITOR OF THE RAILROAD GAZETTE : 

Buffalo has within an area of 42 square miles (including 
the yards of the New York, Lackawanna & Western and 
the West Shore railroads, which adjoin the city limits on the 
east), 436 miles cf railroad tracks, and this will be increased 
to upwards of 660 miles when the terminal improvements 
and additions already planned by the various roads are com- 
pleted. 

The railroads own within the above named area 3,600 
acres of land. 

Why is it necessary to have so many miles of railroad 
tracks in a place like Buffalo? To answer this question in- 
telligently, it is necessary to know what the railroad business 
of Buffalo is. 

It was early apparent that Buffalo was to be, as it has 
become, by far che leading Eastern lake port, and this be- 
yond doubt is the chief reason why there has been such an 
enormous concentration of railroad interests here as well. 
By the reports of 1880 it is found that 71 per cent. of the 
grain arriving at Buffalo by lake, and bound for New York, 
went by the Erie Canal, and that was the year in which the 
railroads were taxed to their utmost to carry their share 
of the grain from Buffalo to New York. (By a recent 
report it is stated that 78 per cent. of the grain arriving in 
Buffalo by lake during the year 1884 (to Oct. 31) went east 
the Erie Canal). The present managers of the railroads of New 
York seek to cripple the canal trade, not only by encroaching 
on the canal lands, but by getting control of all docksin Buffalo 
where canal-boats can land; for out of a total dock front of 
19 miles, which can be ma‘e available for both canal-boats 
and lake vessels, the railioads now own or control 15 miles, 
and the rest is in close proximity to the railroad tracks, and 
can be condemned whenever they fancy their interests re- 
quire it. The Lake Shore & Michigan Southern Railway bas 
a frontage of about 4,000 ft. on a branch of the Erie Canal, 
and has a very large interchange of business with it. The 
Rochester & Pittsburgh Railroad sends large amounts of 
Lituminous coal eastward from Buffalo by the Erie canal, 
which would be largely increased if it had more dock room. 
The principal lake business of the railroads is to carry grain 
from the West and to deliver coal to vessels for the West. 

ELEVATORS AND GRAIN SHIPMENTS. 

There are in Buffalo 38 grain elevators with a storage 
capacity of 7,567,000 bushels, and a daily transfer capacity 
of 3,000,000 bushels. The railroads have access to eleven of 
these with a storage capacity of 6,000,000 bushels, and they 
can receive from vessels and deliver to cars 700,000 bushels, 
or 1,400 car-loads daily. This may be increased by a bet 
ter arrangement of tracks at nine of the elevators, and by 
adapting them to do a railroad business, to 2,000 car-loads 
daily. Grain arrives in Buffalo very irregularly, depending 
upon “corners” in Chicago and prices in Liverpool, and 
sometimes for weeks it is all canal freight, at others it is billed 
through by lake, railroad and steamships from Chicago to 
Liverpool, a million bushels at a time, and when the railroad 
agent at Buffalo is notified by telegraph that a million bushels 
has left Chicago, to go from Buffalo to New York, by the 
railroad of which he is agent, and that steamships will be 
ready in New York to take it to Liverpool as soon as it 
arrives there, he must have on hand in Buffalo 2,000 clean 
and empty box cars to send to the elevators the moment the 
vessels arrive at Buffalo light-house, and this requires at East 
Buffalo 13 miles of tracks, and an arrangement of tracks at 








the elevators so that there shall be nodelay in loading cars, 
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and ‘likewise facilities in the east-bound yards so that these 
grain trains may start as soon as they are made up from the 
various elevators. These trains go to New York in 40 hours. 
Some of the railroads have special grain cars to run between 
the elevators in Buffalo and those in New York, and in heavy 
grain years they are kept moving, returning empty, and 
make an average of 175 miles per day. 

LUMBER TRAFFIC. 

Owing to the limited amount of dock room and the result- 
ing high price of dockage, the bulk of the pine lumber is 
handled at Tonawanda, 10 miles down the Niagara River, 
where there are six miles of lumber docks ; but 80 per cent. 
of the pine lumber, staves, shingles, etc., goes east by the 
Erie canal. The greatest part of the hard-wood lumber and 
hemlock that’ is handled in Buffalo arrives by railroad, 
About.10 miles of tracks are required for the lumber trade. 

MISCELLANEOUS EAST-BOUND FREIGHT. 

Flour, pork, copper, etc., etc., is all handled through the 
lake freight-houses, of which there are usually two for each 
railroad, one for up and one for down freight. There are 
almost eight miles of tracks in and aboutthese houses. There 
is very little delay of cars engaged in the lake business. 
They are unloaded-and loaded promptly and sent at once to 
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their destination. All west-bound lake freight, except coal 
and railroad iron is handled through the freight-houses. 
COAL BUSINESS. 

The coal business of Buffalo has assumed large proportions, 
having increased from a total of 118,000 tons in 1860 to up- 
ward of 3,800,000 gross tons in 1883, all of which is 
brought to Buffalo by railroad. The locomotive supply of 
coal for a large part of the Canadian railroads, as well as for 
the locomotives which run into Buffalo, and also the fuel for 
the lake steamers for their roun@' trip, comes to Buffalo, and 
150,000 tons of anthracite is sent from Buffalo by rail to 
Canada, A large amount of anthracite is also sent to the 
West by rail, being trausferred in Buffalo from the coal cars 
from the mines to the cars of the Canadian and Western 
railroads. In 1883 there were shipped by lake from Buffalo 
1,500,000 gross tons of coal during the 210 days of navi. 
gation (the season averages from May 1 to Dec. 1, when 
insurance stops). 

HANDLING LAKE SHIPMENTS OF COAL AND GRAIN. 

The vessels that bring grain east take a return cargo of 
coal, and as the season is short there must be no delay in 
loading. It frequently occurs in the busy season that a ves- 
sel with 100,000 bushels of grain arrives at midnight, goes 
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diretly to an elevator, where the grain is elevated, thence to 
a coal dock, where a cargo of coal is poured into her through 
four hatchways at a time, and the vessel gets her clearance 
papers and sails for Chicago, the same day, or within 20 
hours of her arrival. To allow such dispatch requires com- 
plete arrangements of various kinds, including ample tracks. 
The coal (1,500,000 tons) bound westward by lake is 
brought to Buffalo as it comes from the coal “ breakers,” @ 
train of 50 cars containing all sizes from “lump” to ‘‘ chest- 
nut,” but it is shipped in assorted sizes, a vessel taking a full 
cargo of ‘‘egg” or * chestnut,” etc. The average cargo is 
1,700 tons. 
THE COAL POCKETS. 

As soon as a vessel leaves the western port, the coal agent 
at Buffalo is notified of the amount and kind of coal she will 
take on her return voyage, and he must have it all ready in 
the shipping pockets to load as soon as the vessel arrives at 
the coal dock. It has been found necessary for the railroads 
and the coal companies to construct rows of coal pockets on 
docks long enough for two or three vessels to load at the same 
time, and with a storage capacity of from 1,500 to 6,000 
tons. The coal cars are delivered by the locomotives on 





tracks holding from 30 to 40 cars, with a descending grade 
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MILES OF RAILROAD TRACKS IN BUFFALO, OCTOBER, 1884, WITHIN THE LIMITS REPRESENTED ON THE ACCOMPANYING MAP. 










































































AREA AT SIND 










































































! rT Sivhin a bie ‘aes 
1. 2, 3. 4. 5. 6. 7. 8. 9. 10. 3 11. | 12. i.) oth 15. | 16. 17 
. FREIGHT TRAINS FROM THE | pigtri- | TOTALS 
Names oF RaILRoaps. 4 | tine | 's Storage| Locel | Shops ———— 
mJ ma | ~ | for |Trans-| Lake. | Coal. | Stock | for | city and | Misc. } F t 
PACKS. ms. To |W.-b’d| fer. |freight | yards. | empty freight.| coal’g. | |side-tr’k | Grand 
East. | West. |Can’da.|Can'da freight. | | only. | Total 
7 _ ' mds biet ee J | | 
| ! — w — — = ae 
1. N. ¥. Cent. & H.R... «2.200000. Di} 42.50 | 2.00) 5.11 | 1455| 2.73) 8.03| 9.58) 5.57 6.57) 1.20/ 3.86 13.00! 616! 12.60] 5.19 94.15 | 138.65 |N.Y. OC. & H.R 
% Lake Shore & M.S... 000.0000. Di} 9.00 | 0.58 }....... Sy po et es 1 i’ | ae Wcent Tee |: 246| 3.60| 220|| 9.26 | 1884 |L.8.&M.8 
3. N.Y. Lake Ere & W... ......D| 37.00 | 2.00 | 466 | 1150 | 3.00) 7.31) 5.90) 7.74) 3.70 | 681 | PY ppaaenes 6.00 | 1276 | 480|| 77.20 | 116.20 |\Erie. 
rs My SL aes Rete D) 31.70 | 0.50) 3.04) 3.85) 302) 250) 234) 100) 100) 835) 1.70)....... 0.50; 9.50 |........ |, 30:80 | 63.00 ‘Lackawanna. 
S, WIE ssncoiahacanseccinaet RG Bee pnd Bivtens Mee Seippre | ome cncal) MIG none Dsegerd | 0.20 | 0.50 | 2°35 |'12.75'| 1630 | 23.30 | West Shore 
6. Lebigh Valley aaceceneeseisess Se Rarer wee Be lees Sects a ee Me aed ae Seal Dceeres | 1.00} 1.20)... || 10.76 | 1876 ‘Lehigh Valley 
7. Buff. REE ati BS SMO | LOB | cciccce] adcvad}vccces (Bett agian steer ae 5.60 | ....... |-sseeese| 2.00) 1.64) 9.76 | 19.00 | 27.00 BN. ¥. & 
8. N. Y., Chic. & St. L....-+.- 0.00 fh POR aan p aliwnsis sale lgetassl<oaes0e [swvesesulhsaule Bebeeanegtiades + Lap ok th vad xesbiebninn -o8h cokers 2.60 || 3.50 6.50 |N. ¥..C, & 8t. L 
0. Rochester & Pitts ........cccceee 8 ig BROROSS SRE, SRE RE Pere ore. QaaerN ee Ro ew eae Lssemenns | 0.50 3.64 || 4.89 7.39 iR. & 
10, Buffalo Creek ..........2. secses Dh. WE Ne ebpehieh aad TtGE6IGs s} obec sce) sacbab bbbse<d <n] sackeese ey: 4d Se Se Pare | 2.10 | . .....| 6.97 697 | 9.07 1646 Buffalo Creek 
COR as insacccinccenveneon eels 15509 | 6.08 | 12.81 | 29.90 | 8.75 E 17.84 | 17.22 | 15.81 ; 13.27 iE 29.27 | 9.38 | 13.00 | 20.72 | 30.05 39.05 | 47.91 | 274.93 | 43610, 
MILES OF TRACK WHEN CONTEMPLATED IMPROVEMENTS ARE COMPLETED. 
1. N.Y. Cont: @ BH: B.s.5 00, coves § 42.50 | 2.00] 5.42 5.57 16 | 12.60) 5.19 || 100.15 | 144.65 IN. ¥.C. oh. R. 
2. Lake Shore & Mich. Sou ......... 1 9.00 0.58 |........ 1.00 2.46 3.69 2.20 9.26 | 1884 |L.8. &M 
3. N. Y., Lake Erie & W ............. 37.00 | 2.00 | 4.66 7.74 6.00 | 12.76 | 4.80 || 88.70 | 127.70 |Erie. 
ce ih ee Se SE Ay ae 31.70 2.00 4.04 5.00 4.50 | 10.00 5.00 70.15 | 103.85 \Lackawanna, 
EMR s occexse cpeweascae 8.50 | 1.50| 400 5.00 | 5.50 | 1200| 5.00 || 62:20 | 72.20 |West Shore. 
6 Lehigh Valley 8.50 | 1.50| 4.00 5.00 | 4.00 | 10.00 | 5.00 || 87.56 | 97.56 |Lehigh Valiey. 
7. Butt. N. & Phil. 8.00 | 1.50]. ...... 1.09 7.00 | 6.64| 6.76 || 37.00 | 46.50 |B.,N. Y.&P 
8. JUhic. “est. b. 3.00 |.. 1.00 200 | 3.90) 2.60|/ 10.50 | 13.50 N.Y... & St, L. 
9. Rockisver & Pitts..... 2.50 |. 1.00 2.00 2.50 3.64 || 13.64 | 16.14 KR. & P. 
10. Buffalo Creek......... 10.08 ade a a og ate 8.97 || 11.07 | 21.15 Buffalo Creek. 
DORNG.... <n senevssreeesanfovoneteanesa 160.78 | 1 $2.31 | 41.47 | 56.17 | 11.88 | 36.00 | 41.72 | 74.00 | 49.16 || 490.23 | 602.00 
ee ee —- eee eee | ee oe aise womearmcened ne —_ -— — _--—-||— —— —- 
Proposed inc, above that of Oct., 1884.) 5.69 | 5.00] 9,00 16.50 | 16.50 | 28.20 | 26.99 | 2.00 | 23.00| 2100 3495 | 1.25 || 215.30 | 225.99 
' I | | | 


8, Single main track. 


D, Double main trick. 


(Bor miles of line, divide ¢ double track by two.) 


This table was mare in October, 1884 ; since then the Rochester & Pittsburzh, the New York, Lackawaona & Westero and the Lehigh Valley have each laid several miles of track. The change 
of owxnerstup of the West Shore road will stop the construction of about 50 miles of track on that line. 





to the foot of an inclined plane, up which they are hoisted by 
stationary engines. From the top of the plane they run by 
gravity to the pockets where they are unloaded, and pass 
thence to the ground track for empty cars, a mile from the 
hoist, the tracks at the foot of the plane being so arranged 
that there need be no intermission in hoisting. There are in 
Buffalo seven of these coal docks, with a storage capacity 
(in the pockets) of 25,000 tons (gross, in all cases, when speak- 
ing of coal). Each pocket holds some 90 tons. 

The rapidity with which coal can be shipped through them 
depends upon the arrangement of tracks at the foot of the 
plane, the facility with which empty cars can be hauled 
away, and on thearrangement of the coal yards where the 
coal is assorted for delivery to the docks. If the tracks are 
well arranged, and the coal is assorted as rapidly as it can be 
hoisted, and thereare vessels ready to load as soon as the 
pockets are filled, there could be shipped through the pockets 
now in Buffalo 3,500,000 tons during the 210 days of navi- 
gation. During one week of six days and nights in 1883 
there were hoisted and shipped through the 64 coal pockets 
of the Lehigh Valley Railroad Company 25,000 tons of coal. 


STORAGE OF COAL IN CARS. 

It is a question of economy involving many considerations, 
to be determined by the railroad and coal companies, whether 
it is better to stock coal in piles of from 50,000 to 100,000 
tons, ir assorted sizes, to be reloaded in cars for shipment 
through the pockets, where it is screened, or to hold it in cars 
until wanted. In the first case a large area of land and ex- 
pensive trestles, tunnels, etc., are required, with a loss by 
breakage due to more frequent handling. In the other case 
thousands of extra cars and many miles of tracks are re- 
quired. 

Coal begins to come from the mines for the lake shipments 
about the middle of January, and when navigation opens 
there is usually about 200,000 tons in stock piles, and a large 
amount at East Buffalo in cars, so that there comes from the 
mines during the summer and fall about 1,250,000 tons ; 
and this is held on tracks and assorted in sizes for different 
owners of consignments. Duriug the season it is a common 
thing for the yardmaster of one of the railroads to report 
every morning for weeks that he has 3,000 coal cars in the 
East Buffalo yards bound for the coal docks—enough to fill 
some 20 miles of track. There are at present in Buffalo 30 
miles of tracks used exclusively for the coal business (apart 
from the track used for locomotive coal supply, and for rail 
shipments to Canada and the West), and if the lake ship 
ments continue to increase as they have done during the last 
ten years, this mileage will be increased to 60 miles within 
the next five years. 


RAIL CONNECTIONS AND WATER FRONTAGES, 

With the exception of the Lackawanna, the Delaware & 
Hudson Canal Co., and J. Langdon & Co,’s_ coal, 
all coal shipments are made over the Buffalo Creek Railroad 
—a double-track road about four miles long, connecting all 
railroads with each other and with the docks west of the 
Buffalo River. But.the New York Central is acquiring 
property on the Erie basin, north of the mouth of the river, 
on which to erect extensive coal docks for shipping the Read- 
ing coal, which is now shipped through the Lehigh Valley 
pockets. The importance to the railroads of having dock 
property and rail connections therewith was early apparent, 
and as the coal shipments increased this became a necessity 
to the coal railroads. The New York Central, the Erie, the 
Buffalo, New York & Philadelphia, and the Buffalo Creek 
Railroad obtained frontage on the Buffalo River and on the 
City Ship Canal as early as their managers could obtain it. 
The New York, Lackawanna & Western was located in 1881 
through the city in such a manner as to be able to obtain by 
purchase and by appraisement all the dock front on the north 
side of the river from the lands of the Central Railroad to 

the lake. The West Shore obtained a strip of land 1,600 ft. 








Mae between the city ship canal and Lake Erie. The 
Rochester & Pittsburgh has obtained some small pieces be- 
tween the river and the ship canal, which it reaches by the 
Buffalo Creek Railroad. 


THE TIFFT FARM IMPROVEMENT. 

When the Lehigh Valley Railroad Company found itself 
cramped for room for its rapidly increasing coal trade, and 
saw that it was dependent upon the Erie for access to the 
elevators and to lake freight-houses, and that it could not 
buy at any price any of the remaining water front, it made 
a bold move and determined to create a water front of its 
own, and eventually to make a new entrance to it from Lake 
Erie ; and in 1882 the company bought the ‘‘ Tifft Farm,” a 
tract of about 700 acres, lying in the southerly part of the 
city. The surface of the ground on this land is only about 
three feet above the level of Lake Erie. This tract has been 
laid out into a system of canals and depot grounds. It has al- 
ready dredged out 8,000 ft. of canals, 200 ft. wide and to a 
depth of 16 ft. of water, using the dredged material to raise 
the ground 8 ft. between the canals ; and it has constructed 
6,000 ft. of docks, which are already in use for lumber and 
for shipping railroad iron by lake. Between two of the 
canals it has constructed a coal trestle for stacking 110,000 
tons of coal in a single immense pile. 

These canals are connected with the City Ship Canal by an 
extension of the latter, 1,800 ft. through the lands of the 
Buffalo Creek Railroad, one branch of which crosses the 
canal by a draw-bridge 255 ft. long. The managers of the 
Lehigh Valley propose to push the work on these improve- 
ments until they have created eight miles of docks—more 
than there is in all the rest of Buffalo to-day. All of these 
docks will be connected by rail with the Baffalo Creek Rail- 
road, and it will not be many years before the Tifft Farm 
alone will have on it 50 miles of railroad tracks, connecting 
with coal docks, elevators, lake freight houses, machine 
shops and miles of lumber yards. The estimated cost of the 
improvements complete is $4,000,000. 

STORAGE OF EMPTY CARS. 

A further reason for the great amount of track room is 
that Buffalo is, by its central location, a convenient point for 
storing empty cars, to be sent east or west, as the traffic de- 
mands. The New York Central has 13 miles of empty car 


tracks, the other roads using tracks not otherwise occu: | 


pied. 

Buffalo is not merely a way station on the lines between 
the east and west, but is a terminal station, especially of the 
lines of the state of New York. The New York Central 
alone is able, by its line from Rochester to Niagara Falls, to 
send its freight to and from the Canadian railroads, directly 
to and from its main line at Rochester, and by its Niagara 
Falls Branch to handle the Buffalo local business of the Ca 
nadian roads without taking it to East Buffalo. All the other 
railroads from the east and south must have a terminal sta- 
tion at East Buffalo, where the trains are distributed. 

MAKING UP TRAINS. 

With the exception of one *‘ time freight” train each way 
daily, trains are not made up at eastern points for Chicago, 
but for Buffalo; cars of Buffalo local freight, and cars for 
any of the western railroads being mixed up in the same 
train, so that as soon as it arrives at East Puffalo it has to 
be distributed, and tracks have to be provided for cars for 
Buffalo local stations, and for each of the eight railroads to 
the west and southwest. Freight trains from the Western 
roads are made up in the same way, and have to be distrib- 
uted in Buffalo. 

Frequently in winter the Canadian roads are so blocked 
with snow that they are unable for several days at a time to 
move or receive any freight cars, and if at the same time the 
New York roads are open, there will be an accumulation of 
west-bound cars at Buffalo, and tracks must be provi led for 
hese cars. At present there are 50 miles of tracks used for 





the through rail business, but the West Shore and the Lehigh 
Valley have as yet hardly any distributing yards, and the 
Lackawanna has not yet completed its system. 

FREIGHT TRANSFERS AND CRIPPLED CARS. 

Another item involving expense and requiring tracks is 
the transfer of freight. Freight cars are rigidly inspected as 
they arrive from the west, and ‘are not received unless in 
good order ; then they are put into trains for New York, 
and are hauled and jerked, switched and knocked about, and 
passed from one inspector to another, with the remark, “I 
guess she will hold together until she gets to Buffalo ;” and 
after weeks of rough treatment the car gets back to Buffalo 
in such bad order that the car inspectors refuse to receive it. 
Its Joad then has to be transferred, and the car is sent to the 
crippled car yard to wait it: turn for a large bill of repairs, 
while the owners of the freight wonder why it is so long en 
route. The New York Central and the Erie have over 13 miles 
of transfer tracks, and eack has long transfer houses, trestles 
and platforms, and about 10 miles of crippled car tracks, 
on whichare at all times about 1,500 crippled cars. The 
West Shore, the Lackawanna and the Lehigh Valley road 
have as yet mostly new cars to deal with, but as they get old 
and worn they too will have to provide transfer facilities and 
crippled car tracks, unless in the meanwhile a better system 
is inaugurated. 

EAST BOUND THROUGH FREIGHT. 

There is but little delay in east-bound through freight. The 
cars are received in good order, and only that freight which 
is less thana car-load is transferred. The cars from the 
South Shore lines go directly to the east-bound yards of the 
eastern roads, and the Canadian cars are sent forward as 
soon as the cars of local freight are switched out; the Cana- 
dian roads distributing the cars for the various eastern rail- 
roads in their own yards in Canada, which are really a part 
of the Buffalo yard facilities and aggregate a considerable 
mileage, but are not included in the table. 

STOCK YARDS. 

There are no union stock yards in Buffalo (excepting those 
used in common by the New York Central and the Lake 
Shore), each road having one of its own, and driving 
stock from one to the other. There are over 9 miles of tracks 
in stock yards. 








CANADA COAL BUSINESS. 


The Canadian railways expect the railroads of New York 
to provide room for*storing not only their locomotive coal, 
but that ordered by the coal dealers along their routes. 
There are generally from 1,000 to 1,500 car-loads of Canada- 
bound coal in Buffalo, requiring at least 10 miles of track. 


BUFFALO LOCAL TRAFFIC, 


Buffalo has a population of about 225,000, of whom there 
were employed in manufacturing, in 1882, more than 10 per 
cent., or 27,000, with a capital of $32,000,000 invested. No 
attempt has as yet been made to utilize at Buffalo the water 
power of Niagara Falls; but when the proposed Buffalo 
& Niagara Falls Improvement Co. is in successful oper- 
ation and the city is surrounded by a wide belt of lake~ 
water, it is fondly hoped that there will be a con- 
tinous line of manufacturing establishments from the south 
line of Buffalo to Niagara Falls, operated by water power, 
and all connected witb railroad tracks. So that it may be 
said that the manufacturing interests of Buffalo are yet in 
their infancy. Toprovide facilities for the present manu- 
facturing establishments, and for the other local freight busi- 
ness of Buffalo, there are now 20 miles of tracks, and the re- 
cently built roads have not yet completed their systems. Of 
this amount there are 15 miles for standing room for cars 
which are not loaded or unloaded promptly. These 15 miles 
cost, including the land, fully $850,000 and on these ex- 
pensive tracks cars are frequently kept for months until the 
owner of the freight can dispose of or is ready to unload 
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it. During the year 1884 loaded cars were known to | 
have been kept waiting on side tracks in the busiest part of the 
city for eight months, If, in the large cities, the railroad com- 
Panies are to continue to provide expensive grounds and tracks 
and cars for the accommodation of the public,and there is to be 
no limit as to the timea car can be kept waiting without any 
demurrage, it will soon be found that the interest onthe cost 
of the Jand and tracks and the taxes will exceed the amount 
received for transportation; even at present it is a large 
item of the cost of freight transportation. If the railroad 
companies would agree to charge and collect a uniform de- 
murrage—say after the first 15 days—in the large cities, less 
cars would be needed, and half the standing tracks in Buffalo 
could be taken up and the land disposed of. While thou- 
sands of cars are thus lying idle at the competitive points, the 
shippers at small stations—where demurrage is strictly en- 
forced—are unable to get cars for perishable farm produce, 
and cases are of frequent occurrence where, if the cars are 
not loaded exactly on time, they are hauled back empty to 
the large city. The superintendents are very much worried 
if a car remains over one day at a small station, but so long 
as it is safe on a side track or crippled car track in a large 
city their minds are at rest. It would seem wiser that the 
business of a railroad company should be confined to the 
transportation of freight and passengers, leaving the matter 
of warehousing either in cars or buildings or on the ground 
to private individuals or local companies. 

Besides the crippled car tracks, there are in Buffalo 20 miles 
of tracks in and about the engine houses, machine shops and 
coaling chutes, with 350 acres of land devoted to this use. 


SHOP FACILITIES. 


Including the value of the land, buildings, machinery and 
tracks, the railroads have invested in shops in Buffalo a cap- 
ital of about $3,000,000, and the query arises, Is it neces- 
sary for every railroad company in the United States, what- 
ever may be its length, to have machine shops and car shops / 
Is manufacturing and repairing cars and locomotives a nec- 
essary part of the transportation of freight and passengers / 
Why is it any more necessary for every railroad company to 
go into this business than it is for every owner of a steam- 
boat, canal-boat or sailing-vessel to own and operate dry- 
docks, machine shops and ship-yards, or or a stage company 
to make and repair its stages, or to own and operate a 
stock-farm for raising horses? Besides the capital invested 
in land, shops, machinery and tracks, each railroad company 
has to keep in stock at all its shops and at many stations a 
full assortment of all the varieties of all the principal parts 
of all the freight cars of all the railroads of the United 
States and Canada. Would not all this work be 
better and more cheaply done in shops where that 
is the sole business, with an immense saving to the 
railroads of the capital now invested? Looking at the 
map of Buffalo, it is found that there are five trunk lines 
entering the city from the east, and at a point about two 
miles east of the city the furthest apart of these railroads are 
only a mile from each other, the three others being between 
them ; and on the south there are five other railroads 
close together, side by side, all these lines being connected 
with each other by the Buffalo Creek Railroad. With this 
situation it would seem as if two shops, owned and managed 
by private companies, with the economy used in such shops 
—one just east of the city and the other in the southerly part 
of it—could do all the repairs and rebuilding of the cars and 
locomotives of all the railroads entering Buffalo with greater 
dispatch, and at much less cost, than by the present system— 
or want of system. 


PASSENGER STATIONS, 


There are now five main passenger stations in Buffalo. 
None of them are architectural ornaments to a city which 
has been very generous to the railroads in the matter of right 
of way through its streets, and only one of them has even 
fairly adequate accommodations for waiting passengers. 
The Lehigh Valley has during the past year had plans made 
for a passenger house, which will probably be built in 1886. 
During the construction of the West Shore road a large lot of 
land was acquired on which to build its terminal passenger 
house, to be a union station with the Buffalo, New York & 
Philadelphia road, at a cost of about $500,000 ; but as the 
West Shore has passed into the hands of the Central, and the 
other line into the hands of a receiver, this project is indefi- 
nitely postponed. 

GRADE CROSSINGS§. 


There are 21 grade crossings in the city where the passen- 
ger tracks cross the freight and passenger tracks of other 
railroads. The West Shore is the only railroad in the city of 
Buffalo whose passenger tracks do not cross any other rail- 
road tracks at grade. Most of the leading streets of Buffalo 
are crossed by both freightand passenger tracks at grade. That 
there has not hitherto been any serious accident at these 21 
grade crossings is a matter of good luck which cannot con- 
tinue forever. A glance at the map will show that with one 
or two union passenger stations all these grade crossings for 
passenger trains can be done away with. Perhaps the Board 
of Railroad Commissioners will grapple with this problem 
after the, accident occurs by which 20 or 30 passen- 
gers are killed. The City Council has just begun (December, 
1885) to take measures for the construction of bridges on the 
line of five of the streets over all the railroad tracks. 

The accompanying tables show in No. 1 the tracks laid 
in Buffalo to October, 1884, and what they are used for, and 
in No. 2 the tracks that there will be when the various new 
yards are made and the improvements carried out as planned. 
The map shows the location of the railroads, the full line 
being the main tracks—nearly all of them being double 
tracks—and the dotted lines the freight tracks ; the latter, of 





» course, merely indicated in location and not in numbers, it 
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THE WILKIN’S LOCOMOTIVE COUPLER, 


being impossible to show each track cn.even a many times 
larger scale. 

In connection with the tables, it should be noted that in 
cases where two or more roads use stations and tracks in com- 
mon, like the New York Central and the Lake Shore, or the 
Grand Trunk and the Central, they are credited to only one 
road. At Black Rock the International Bridge Co. owns 
the terminal yard and tracks, but they are tabulated as be- 
longing to the roads that use them. W. A. HAVEN. 














The Wilkins Locomotive Coupler. 





The accompanying illustration represents a form of coup!er 
especially designed to be placed on the rear end of tenders 
used in passenger service. It is arranged to couple with the 
Miller hook, but can be readily arranged to couple with the 
common link and pin. 

This coupler couples automatically with the Miller device, 
taking up all lost motion or ‘‘ slack” between engine and train, 
making the engine as compact with the train as two cars are 
by the Miller process, and thereby preventing all violent 
jerks in starting the train or when applying the brakes. As 
all coupling and uncoupling can be done from the platform 
of the car, safety to train hands is insured. 

The draw and buffer casting is in one piece, and has spring 
buffer attached to conform to the Miller. The hook draws 
from a rigid pin through the main casting, which keeps the 
buffers in contact when drawing the train and prevents the 
lateral motion of the tender, and avoids the end thrust of 
the journals, which is soinjurious to the bearings and boxes. 

It can be applied to all tenders by simply drilling the holes 
through the flange of the buffer castings so the hook will be 
the standard height from the rail. It requires no cutting 
away of the tender frame or any alteration whatever, using 
the same bolts and nuts for attachment that are in use for the 
ordinary draw casting. 

If the coupler is used in freight service, the hook can be 
made rigid by the use of an ordinary coupling pin, and a link 
and pin used as in common freight draw-bars; or, if desired, 
the hook can be taken out and link and pin used in its place. 
This is very desirable when two engines are coupled together 
for heavy service. 

The coupler is in use on the Fitchburg, the New York & 
New England, the Concord, the Central Vermont, the New 
York, New Haven & Hartford, and the New York, Provi- 
dence & Boston railroads. 

The Eames Vacuum Brake Co, has by permanent 
lease become the manufacturer and vender of the Wilkins 
coupler, for use between the tender and cars. 








The Law of Car-Trust Securities. 


At the eighth annual meeting of the American Bar Associa- 
tion a paper was read by Francis Rawle, the author of cer- 
tain well-known legal treatises, upon the subject of car- 
trust securities, which has since been published in a pamphlet. 
The following epitome of the arguments and views of Mr. 
Rawle is given by the Chicago Tribune : 

The class of railroad investments popularly known as “‘ car- 
trust securities” has within a few years grown into extreme 
importance. Probably not less than $40,000,000 is now in- 
vested in that way. The general plan of these securities, 
which is subject to many minor variations, involves the or- 
ganization of a joint-stock company to furnish the funds for 
building ro}ling-stock for railroads. The cars, when finished, 
go into the hands of the railroad company, subject to alien in 
favor of the ‘‘ car-trust company” for the moneys advanced. 
This lien is created in a variety of ways, and the legal effect 
and validity of such lien is the principal subject of litigation 
concerning these securities. 

The peculiar forms assumed by these contracts are to be 
accounted for by the attempts of their framers to evade cer- 
tain well-defined rules of law. In illustration of the origin 
of such securities, the ‘‘ Railroad Car-Trust of Philadelphia” 
isin point. This was the earliest instance of the modern car- 
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trust. Th courts of Pennsylvania had decided that condi 
tional sales of chattels were invalid as against third partivs ; 
between the vender and the vendee the title migtt well re- 
main in the vender, but creditors of the vendee were justi- 
fied in treating the property as his. To evade the effect of 
these decisions, the contract was drawn for the railroad car- 
trust in the guise of a bailment to th- railroad company for 
hire, with an option in the bailee to purchase outright at the 
expiration of the time for which the car was ‘ hired.” 

This experiment, made in the year 1868, was widely imi- 
tated. A joint stock company would furnish the funds, build 
or buy the cars, and convey the legal title toa trustee. The 
trustee would ‘‘ loan” them to the railroad company, which 
agreed to pay for them 1m installments. Usually the title was 
to remain in the trustee until full payment of the price, when 
it was to pass, either ipso facto or by means of a bill of sale, 
to the railroad. Such is the general scheme. One frequent 
variation is where the railroad itself contracts for the build 
ing of the cars and borrows money from the Car Trust Asso- 
ciation. In this case the railroad itself causes the title to be 
vested in the trustee. Sometimes, again, the railroad builds 
the cars, and, for the purpose of raising funds, transfers them 
to a trustee, who at once re-transfers them to the railroad 
under the usual contract. Whatever form may be adopted, 
the trustee 1s empowered to retake the rolling stock if de- 
fault is made in the payment of any installment. The most 
approved provision for enforcing this lien is one empowering 
the trustee to sell cars so retaken, and, after deducting the 
amount of the unpaid installments, to return the balance to 
the delinquent railroad. 

Such being the nature and form of. the agreements by 
which the car trust securities are created, it remains to con- 
sider the legal effect of such agreements. And, first, it is to 
be noted that the courts have generally refused to construe 
these contracts according to the language used for the pur- 
pose of evading settled rules of law, and have sought to 
educe the real motive and spirit of the contracts. The osten- 
sible form of a bailment has,. except possibly in Pennsyl- 
vania, been rejected, and, though the car trust company 
purports to loan or hire out its cars, the contract has eon 
construed almost uniformly as either a conditional sale, valid 
or void according to the general rules governing conditional 
sales, or as an absolute sale with a resulting lien in the na- 
ture of a mortgage in favor of the vender. No matter what 
words are employed, the transaction is a sale and not a bail- 
ment, for the thing itself and not the mere use of the thing is 
what is really stipulated for. The title, however, may or 
may not pass before the full payment of the purchase money, 
according as the sale is absolute or conditional. In Illinois 
such a contract with reference to a piano was interpreted as 
a conditional sale, and the strona of a lease was stig- 
matized as a ‘“‘mere subterfuge.” Murch vs. Wright, 46 
TL, 487, with which 88 Ill, 447, and 89 Ill, 235, are in 
concord. 

First, then, as to those cases where the contract is held to be 
a conditional sale. By the old common law conditional sales 
are perfectly valid as such, even against the creditors of the 
vendee or purchasers from him. The title rests in the ven- 
der, and no one can impeach it. This ancient rule is followed 
by the decisions of most of the states, including New York, 
Ohio, Iowa, Michigan and Massachusetts. In several of 
these states, however, the rule thus established by the courts 
has been altered by statute in favor of the creditors, Such 
is the case in New York, Wisconsin, Iowa, and other juris- 
dictions. Apart from these there are a few states—chief of 
which are Peunsylvania, Illinois and Kentucky—where the 
courts themselves have sustained the claims of creditors and 
purchasers from the vendee as against the title retained by 
the vender. These decisions, like the statutes, are calculated 
for the security of creditors. An instructive case is that of 
Hervey vs. Rhode Island Locomotive Works, 93 U. 8., 664, 
where the Supreme Court held such a contract to be a condi- 
tional sale, and therefore void as against the vendee’s cred- 
itors under the law of Illinois, where the case arose. These 
general principles regarding conditional sales of chattels have. 
however, been much modified with r “+ to rolling-stock by 
a class of statutes that will be noticed below. 

Secondly, where the title is held to pass at once, and only 
alien to arise in favor of the vender. Such was the view 
taken (Mr. Justice Bradley dissenting) in the case of Heryford 
vs. Davis (102 U. S., 235), and even in some cases where the 
transaction purported to be a conditional sale. Such was 
Frank vs. Denver & Rio Grande Railroad Company (23 Fed. 
Rep., 123). In these cases the mere language is brushed 
aside, and the substantial transactions held to raise a lien in 
the nature of a mortgage. In most of the states such liens re- 

uire to be recorded in order to prevail against creditors of 
the general owner. In Illinois, if the mortgagor is a non- 
resident of the state, the mortgage must be recorded in the 
county where the property is situated at the time‘ the mort- 
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gage is made, and the lien is limited to two years’ duration, 
and ceases at all events at the maturity of the deb‘. 

Except under peculiar circumstances, however, the contract 
is usually interpreted as a conditional rather than an absolute 
sale, and on general principles in many states would not pre- 
vail against creditors and purchasers of the vendee. Statutes, 
however, have generally made an exception in the case of 
rolling-stock, so that by recording the contract and marking 
the car the title of the vender will be protected. The statute 
of Illinois was the first of this kind, and it has been generally 
followed. When the terms of these statutes are complied 
with the vender is, as a general rule, protected against judg- 
ment creditors and subsequent purchasers of the vendee. 

The most important question in this connection is with ref- 
erence to the rights of prior mortgagees of the railroad under 
a mortgage securing them a lien upon all ‘ after-acquired 
property.” Generally it is held thatsuch mortgagees can onl 
take the rights which come to the mo: ors, subject to all 
equities and liens of other parties. hen the contract is 
deemed a conditional sale the railroad takes only a qualified 
title; when it is deemed an absolute sale the resulting lien is 
held to arise from the same transaction, so as to exclude in- 
tervening equities. If the railroad itself built the cars and 
afterwards conveyed them to the trustee of the car trust as- 
sociation, the prior mortgagees might perhaps take precedence 
under the ‘‘ after-acquired” clause. 








Steel Ties, Midlatid Railway (England). 





On most English railroads, the wooden ties are covered 
with ballast, which isttrimmed to within 2 in. of the top of 
the rails in the four-foot and flush in the six-foot way. This 
insures quiet running, but in rainy seasons the ballast becomes 
water logged unless the drainage is very good. The Midland 
adopted the plan of never allowing the ballast to cover the 
sleepers, thus insuring a dry road, but at the same time a 
noisy one. This plan is now abandoned, and the ballast is 
being raised upon allrelaid portions of the line, which, to- 
gether with the outside keys, has had the desired effect of 
reducing noise and vibration. In yards and sidings the bal- 
last should always be raised (both between the rails and in 
the six-foot way) to the level of, or very little below, the top 
of the rail. Many brakesmen and yardmen are annually 
killed and injured by catching their feet against’ the tops of 
the rails when stepping between cars to couple or uncouple. 
This danger is much lessened by making the surface of the 
ballast practically flush with the top of the rail. 

The ordinary permanent way of the Midland is thus de- 
scribed by the Railway Express : 

‘* The rails are of steel, ‘ bull-headed,’ 30 ft. long, 5% in. 
deep, width of top 2% in., weighing 85 Ibs. to the yard, hav- 
ing a sectional area of 8 sq. in., and are laid with an inclina- 
tion of 1 in 20 toward the inside, or four-foot way. The 
chairs are of castiron, each weighing 50 Ibs., and are 
fastened to the ties or sleepers by two iron spikes and two 
oak treenails. The sleepers are rectangular, 9 ft. long, 10 
in. wide, 5 in. thick, weighing 134 Ibs. each, and placed at a 
distance of 2 ft. 93¢ in. apart between centres, except at the 
joints, where they are only 2 ft. 2 in. apart. The fish-plates 
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ENGLISH STEEL TIE, MIDLAND RAILWAY. 
Scale % in. equal 1 ft. 


practically identical. As the steel is shallower than the 
wooden tie, it should give a better opportunity to drain the 
ballast. 

The form of cross section resembles that which has proved 
most successful in Germany, where iron and steel ties have 
been largely used for several years past. This section forms 
a tolerably efficient girder, every part of it gives a bearing 
on the ballast against the vertical load, and the inclined part 
offers a resistance to creeping. The trough form tends to 
prevent the lateral escape of the ballast, and in gravel ballast 
the tie would be, to some extent, self-tamping. In rock bal- 
last the result would probably be less satisfactory, as the 
tendency to pack is often too great with the ordinary rect- 
angular wooden tie. 

The ends of the tie are dished down in order to offer re- 
sistance to motion endways, which is often observable on 
sharp curves traversed at high speeds. The ends of wooden 
ties offer a considerable area to resist this motion when the 
ballast is packed against them, while it is obvious that a plain 
rolled bar cut off square at the ends would offer no resistance 
to end movement except that due to friction. The need of 
some device to check motion endways is therefore apparent. 
The downward pressure on the ballast tends to spread the 
inclined sides of the steel tie, and this is also resisted by the 
flattened ends, which tie the lower members of the trough 
together. 








Review of the lron Trade of 1885. 


The Bulletin of the American Iron & Steel Associa- 
tion publishes the following : 


The year 1885 began with a continuation of the depression 
in our iron and steel industries which had been so marked a 





Steel rails, however, show the greatest advance in price 
during the last half of 1885. In April sales were made at 
Pennsylvania mills at $26 and $26.50, and a few sales are 
said to have been made at the astonishingly low price of 
$25.50. These prices were lower than foreign steel rails 
could have been delivered at Atlantic ports at the same date 
if entirely free of duty. In May quotations advanced to $27, 
and the price thus established was substantially maintained 
until the last of August, when a further advance took place 
in —— of an agreement among the manufacturers to 
limit and distribute the output for 1886, which was fixed at 
775,000 tons, but no restriction was placed upon the price, 
each manufacturer being permitted to make his own price. 
The regulation of the output was found to be absolutely 
necessary to prevent the further forcing of rails on the mar- 
ket at prices below the cost of manufacture. Even the rail- 
road companies did not desire this state of affairs to continue. 
From August to November the price steadily advanced, as a 
result partly of the restriction of production which had been 
determined upon and partly of the general improvement 
which had taken place in the business of the country, and in 
the last-named manth and in December sales were made at 
$35. In December the manufacturers enlarged the limit of 

roduction for 1886 to one million tons. If ever a trade com- 

ination was justifiable this steel-rail combination is entitled 
to be most favorably regarded. It not only gave to the 
manufacturers living prices instead of losing prices, but it 
helped wonderfully in restoring a healthy tone to all busi- 
ness, A similar combination has existed for about two years 
among European steel-rail manufacturers. 

But prices of pig iron, bar iron, nails, steel rails, aud other 
form of iron and steel could not have advanced in the last 
half of 1885 if there had not been an increased demand for 
these products. About the Sept. 1 this increased de- 
mand Sesmmas everywhere noticeable, and it has continued 
witbout interruption to the present time. This is, after all, 
the most gratifying feature of the revival in our iron and 
steel industries. igh prices are less to be desired than a 
steadily increasing demand. With an increasing demand 
prices at least remain firm—they cease to tend downward ; 
stability is secured ; apprehension is allayed ; what is pro- 
duced is sold promptly. The increased demand for iron and 
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are upon the clip pattern—that is, they clip the rail by nearly 
meeting under it. They weigh 40 lbs. per pair, and the four 
bolt> 1.68 lbs. each. To obtain correct data, the materials 
have been carefully weighed, and it is found that one yard of 
permanent way averages : 

RRS chalet eng ee eee rey otis Oo Nee RRS ey 
NS tbe Raper cor nl PRS he ER 


SUPERS soc oaccee coe sscovecsar esos wittdaahalpaeecss Ru 
Weds See tacsise ccnchctheie cates Manon vaeteeeebbceeteete 





The Midland has lately ordered 250 tons of steel sleepers 


for trial, hoping apparently to obtain a more durable article - 


than the wooden tie, the maximum life of which in the 


climate of England may be put down at 30 years, while the May 


average life is about 8 years. The accompanying engrav- 
ings, for which we are indebted to the Ironmonger, repre- 
sents these steel tires, which are being made at the Barrow 
Hematite Steel Works, England. 

It is apparently intended to use an ordinary cast-iron chair 
weighing about 40 lbs., and a bull-head steel rail. The 
weight of each tie is about 137 Ibs. without chairs or fast- 
enings. 

It is stipulated that the steel from which these sleepers are 
made is to be of such a quality and temper as not to crack 
or split when stamped or rolled to their proper shape. The 
holes may be punched, if they can be done with the same 
accuracy as drilling, and to the engineer’s satisfaction. The 
sleepers are to receive one coat of linseed oil, laid on hot, 
before leaving the works, and are not tobe tarred or painted. 

It will be noticed that the steel tie gives more bearing sur- 
face on the ballast than the wooden tie, though the weight is 
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of prices from January to July, except for steel rails, quota- 
tions for which improved a trifle in May. In July and August 
all prices stiffened, and in September a slight advance was 
established, steel rails taking the lead, and continuing to ad- 
vance until December. Quotations for four leading staples 
for each month of the year will show that prices at the close 


s. | of the year were much more favorable than at the close of 


the first half of the year. The prices we give are monthly 
averages of weekly quotations for No. 1 anthracite foun 
pig-iron and best refined bar iron, per ton, at Philadel- 


phia; for cut nails, per keg, wholesale, at Philadelphia; and 


for steel rails, per gross ton, at Pennsylvania mills. 








Months. Pigiron. Steelrails. Bar iron. Cut nails. 
27 32 $2.10 

27.0) 40. 2.25 

26.50 40.32 2.30 

26.00 40.32 2.30 

27.00 39.76 2.30 

27.25 38.64 2.25 

27.25 38.08 2.20 

27.50 38.08 2.15 

29.00 38.64 2.30 

30.50 39.20 2.40 

23.00 39.20 2.52 

December.............. 18.25 34.50 39. 2.65 
Average.............. $18.00 $28.54 $39.34 $2.31 


Bar iron, cut nails, and steel rails all reached lower prices 
in 1885 than in any ~~ year. Pig iron was lower in 
1878 than in 1885. The lowest ave: monthly price of an- 
thracite foundry pig iron in 1878 was $16.50; in 1885 it was 
$17.75. Of course some sales were made in both years at 
still lower prices, say from 50 cents to 75 cents per ton lower. 
When we use the phrase ‘‘ average monthly price,” we have 
strict regard to the average of all sales. : 

It is proper tomention that foundry pig iron shows a 
smaller advance in price in last of 1885 in 
Eastern markets than mill pig iron; while the former ad- 
vanced 50 cents per ton the fatter recovered a whole dollar 
of its price that had been lost in the early part of the year. 
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steel which occurred in the last half of 1885, and which was 
one of the incidents of a general improvement in the business 
of the country, might confidently be counted on to continue 
throughout the whole of the new year but for one little cloud 
upon the horizon, which may grow until it overcasts the 
heavens. If there were no threat tc-day of tariff revision the 
promise of 1886 would be bright indeed. Not to borrow 
trouble, however, it can most positively be said that a feel- 
ing of confidence in the future of business now prevails 
throughout the entire country, We have entirely recovered 
from the effects of whatever panicky feeling prevailed a year 
ago or six months ago. e uncertainty about silver may 
excite financial circles, but it is exercising no injurious effect 
upon general business. 

In consequence of the improvement in our iron and steel 
industries which took place in the last half of 1885, it is cer- 
tain in the absence of complete statistics which we hope to 
possess in a few days, that we made almost as much pig iron 
and almost as many steel rails in the whole of 1 as in 
1884. The first f of 1885 showed pote depression in 
these branches, and in other branches, ti in any other six 
months since the recent period of depression began, and of 
course, with restricted a and falling prices, pro- 
duction fell off. In the first half of 1885 the total produc- 
tion of pig iro. was 2,150,816 net tons of 2,000 pounds, 

inst 2,267,021 tons in the first half of 1884, and 2,322,- 
592 tons in the second half. The production of Bessemer 
steel rails in the first half of 1 was 452,446 net tons, 
against 593,370 tons in the first half of 1884, and 523,251 
tons in the last half. Our production of pig iron in 1884 was 
4,589,613 net tons, and our production of Bessemer steel 
rails was 1,116,621 net tons. 

Stocks of unsold pig iron at the close of 1884 aggregated 
593,000 net tons. At the close of 1885 there was certainly 
no increase, and there was probably a slight decrease. 

The production of iron ore in the Lake Superior region in 
1884 was 2,519,070 gross tons, and in 1885 it was nearly if 
not altogether as much. Almost the entire product of the 





year has been ship to lowér lake ports and sold to con- 
sumers, the remainder being used hy home furnaces, There 
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was no advance in prices until near the close of the season, 
when an average of about 50 cents per ton was added. 

Railroad building in 1885 was more active than has 
generally been supposed it would be. In 1884 we built 3,950 
miles of new railroad, and in 1885 we built over 3,000 miles, 
which is 500 miles above estimates for the year that were 
made as late as July. We shall do better in 1886. 

The European iron trade exhibited no symptoms of a re- 
vival in 1885, but on the contrary the backward movement, 
which has from the first more than kept even pace with our 
own depression, continued until the close of the year. Taking 
the ironmakiug countries of Europe as a whole the iron-trade 
situation in that grand division is much worse to-day than it 
was six months ago.— 








Freight Train Brakes 


A meeting of those interested in this question took place on 
Jan. 6 at Harrisburg. Pa. Messrs. G. W. Rhodes, John 8. 
Lentz and W. T. Hildrup, members of the Master Car- 
Builders’ Association, were present on behalf of that asso- 
ciation. The brake companies were represeuted by Gen. I. 
B. Gray and Mr. George H. Poor (American Brake Co.), Mr. 
Jas. H. Slade (Eames Vacuum Brake), Mr. R. M. Agnew 
(Rote Brake), Mr. I. B. Tallman (Tallman Brake), Mr. John 
Welsh (Westinghouse Air-brake Co.), Mr. W. P. Widdifield 
and Mr. L. G. Richardson (Widdifield & Button Brake). 

After a thorough and friendly interchange of views, the 
following circular was issued with the cordial assent of the 
representatives of the brakes present at the meeting : 

“At a meeting of the Committee of the Master Car-Build- 
ers’ Association on Freight Car Brakes, held at Harrisburg, 
Jan. 6, 1886, it was decided to abandon the tests originally 
proposed, and in lieu to invite the manufacturers of freight 
car brakes to competitive tests to be held at Burlington, Ia., 
July 13, 1886, and April, 1887, under the following condi- 
tions : 

““1. Each brake company will furnish, fitted with its 
brake, fifty 30-ft. or 34-ft. box cars of 40,000 pounds capac- 
ity ; 34-ft. cars being preferred. Each car to be equipped 
with brakes on both trucks, and plain cast-iron shoes. The 
cars to be delivered to the commiittee free of charge at some 
point on the Chicago, Burlington & Quincy Railroad on or 
before July 7, 1886. 

‘*2. The first test will take place at Burlington, Ia., on the 
Chicago, Burlington & wren og Daggers on July 13, 1886. 
After this trial, the cars will returned to the owners at 
the e t of delivery, and put into general service. 

**3. An endurance test under the supervision of the roads 
owning the cars will then take place. A careful record of 
the cost of all repairs to brakes will be kept exceptas regards 
the foundation e (beams, shoes, blocks, hangers and 
brake levers). The mileage of cars while undergoing this en- 
durance test will be kept asfar as practicable, and all brakes 
~ _ be kept in constant use until the second test in April, 


‘*4,. In April, 1887, the cars will be returned to Burling- 
ton, and without being prepared for trial the July tests will 
be repeated. : 

“5. Two similar eight-wheel freight engines will be em- 
ployed in the Burlington tests. These engines have 17 by 24 
in. cylinders and not less than 51,000 lbs. on the drivers, one 
engiue to be equipped with the Westinghouse driver brake 
and the other with the Eames vacuum driver brake. Both 
tender trucks to be fitted with brakes, plain wrought-iron 
shoes to be used on engines, each brake company to have the 
option of selecting either of these engines for use in the trial 
of their brake. 

“6. The Chicago, Burlington & Quincy Railroad will not 
be held responsible for mileage of cars while on its lines, nor 
for any damage to the cars that may occur through the in- 
efficiency of the brakes. 

‘*' 7, Three or more competitors will be required before the 
tests will be entered into. Any competitor desiring to enter 
the tests should communicate with the Chairman on or before 
April 1, recommending any-features of device that should 
be brought out during the trials. The Committee, prior to 
May 1, will hold a meeting to formulate the rules governing 
the tests, of which each ——— who has signified his in- 
tention entering the tests will be apprised. Competitors will 
be required to submit to all tests that are decided upon by the 
Committee. The Committee are not in a position to provide 
equipm ent for these tests, but regard the subject as of great 
interest to railroad companies, and trust they will contribute 
to its success by furnishing cars to the competing brake com- 
panies, and afford them any other reasonable facilities. 

““G. W. RHODES, 
‘“ W. T. H1LpRuP, - Committee.” 
** Joun S. LENTZ, 








TECHNICAL. 


Locomotive Building. 
The Rogers Locomotive Works in Paterson, N. J., are building 
two new fi — engines for the New York, Susquehanna & 
Western > 

The Chicago, Rock Island & Pacific shops in Chicago last 
year built 13 new passenger engines with 17 by 24 in. cylin- 
ders. and 6 mogul freight engines with 18 by 24 in. cylinders. 
* The Canadian motive Works in Kingston, Ont., have 
started up on a contract to build several locomotives for the 
Canadian Pacific road. 

The Chicago & Alton shops in Bloomington, IIl., last year 
built for the road three new eight-wheel engines with 17 by 
24 in. cylinders and 64-in. drivers. 

The Baldwin Locomotive Works in Philadelphia last week 
delivered a narrow-gauge engine to the Rome & Carrollton 


road, 

Ths New York Locomotive Works in Rome, N. Y., recentl 
rebuilt the two Fontaine locomotives about which so muc 
was said a few years ago, turning tnem out as ordinary eight- 
wheel engines, 





Car Couplers. 


The Ames car coupler is to be put on 586 new freight cars 
now under contract for the Lake Shore road, 500 for the 
Fall Brook Coal Co.; 100 for the Providence & Worcester 
and 500 for the Merchants’ Dispatch line. The Providence 
& Worcester has formally adopted the Ames coupler and 
has bought the right to use it on all cars owned by it. 

The chusetts Railroad Commissioners will give pub- 
lic hearings at their office in Boston on Friday, Jan. 15, on 
the petitions of the Boston & Lowell Co. for permission 
to use the Boston automatic car coupler, and of the New 
Hampton Co. for permission to use the Hien gravity lock 


car coupler. . 
The Car Shops. 


The Indianapolis Car Works are turning out a lot of new 
box cars for the Cincinnati, Hamilton & Dayton road. 

In addition to a number of orders for passenger 
cars, the Barney & Smith Manufacturing Co. in Dayton, 
O., is building 570 box cars for the Wisconsin Central; 500 
for the Minnesota & Northwestern; 400 for the Milwaukee, 
Lake Shore & Western; 75 stock and 20 flat cars for the 
San Antonio & Aransas Pass road. 

The Anniston Car Works in Anniston, Ala., are filling 
several large orders for car wheels. J 

The United States Rolling Stock Co, is building at its new 


shops at Hegewisch, near Chicago, 100 coal cars for W. P. 
Rend & Co., and also 100 flat and 200 coal cars for the Lake 
Shore & Michigan Southern. 

The Pullman Car Shops at Pullman, Ill., are to build 15 
passenger cars for the Atchison, Topeka & Santa Fe. 

The Peninsular Car Co. in Detroit, Mich., is building 286 
box cars for the Lake Shore & Michigan Southern road. 

The Roanoke Machine Works of Virginia have just secured 


a contract for 400 box and 100 flat cars, all to carry 20 
tons, for the New York, New Haven & Hartford Rail- 
road Co., delivery to commence in February. This 


contract was secured ia competition with upward of 20 other 
car-builders, all of whom, with perhaps one exception, are 
more advantageously located as regards distance, for this 
particular contract, this fact making a very creditable show- 
ing for the quality and cheapness of this work in Virginia. 


Bridge Notes. 
Mr. Nathaniel P. Hobart, for some time past with Post, Mar- 
tin & Co., of New York, now represents the Philadelphia 
Bridge Works, of Cofrode & Saylor; his address is at No. 
104 Hudson street, Jersey City, N. J. Mr. Hobart is also 
prepared to contract for locomotives, passenger and freight 
cars, rails, fastenings and other railroad — 

The Phoenix Bridge Co., at Phoenixville, Pa., is building a 
double-track iron bridge of three spans over the Lehigh River 
at Weissport, Pa., on the Lehigh & Susquehanna road. 

A new corporation, known as the Atlanta Bridge & Iron 
Works, has been organized at Atlanta, Ga., to take the 
works formerly run by Wilkins, Post & Co. Major W. R. 
Tuttle, of Knoxville, Tenn., is Treasurer, and J. C. Kirkpat- 
rick, of Atlanta, Secretary and Treasurer. Mr. Grant J. 
Wilkins will, it is understood, be Manager of the works. 

It is reported that the Union Bridge Co., of New York and 
Buffalo, will have the contract for the superstructure of the 
new bridge over the Missouri at Omaha. 


Iron and Steel. 

The Edgar Thomson Steel Works at Braddock, Pa., last 
week offered their men an increase of 10 per cent. in wages. 
This caused much discussion and at one time it seemed _ possi- 
ble that the works would be closed, the men being inclined to 
hold out for an advance of 15 per cent. Finally, however, 
a agreed to accept the company’s offer and continued at 
work. 

The Lackawanna fron & Coal Co. on Jan. 1 restored the 
wages of its employés to the figures prevailing some six 
months ago, when a reduction of 15 per cent. was made. 

The Pottstown Iron Co. in Pottstown, Pa., has started up 
its coke rolling mill, which has been idle for some time. 

The plant of the Cleveland Crucible Stee] Works in Cleve- 
land, O., has been leased to the Cuyahoga Rolling Mill Co., a 
new partnership. The mill will start up shortly. 

There were some important changes in the Carnegie firms, 
of Pittsburgh, after Jan. 1. The Carnegie Bros.’ firms will 
remain the same, but the Pittsburgh Bessemer Co., Limited; 
Wilson, Wallace & Co., Limited, and the Lucy Furnace, 
Limited, will be consolidated under the firm name of Carne- 
gie, Phipps & Co. This company will have charge of all the 
construction which will go on in connection with these fur- 
naces and works.—American Manufacturer. 

Pennsylvania Steel Co. at Steelton, turned out in one day 
last week 2,988 rails. This is the largest amount of work ever 
turned out by the above company is one day. 


Manufacturing and Business, 


The National Paint Works at Williamsport, Pa., fur- 
nished recently their asphaltum paint for use on the new 
viaduct at Cleveland, O., and the Seventh street bridge in 
Pittsburgh. Business at these works is better than for some 
time past, and an increasing number of orders are received 
from railroad and bridge companies. 

Otis Brothers & Co. in New York have taken the contract 
for three large hoisting engines for the Troy Iron & Steel 
Co., to be used on the new blast furnaces. 

Cramp & Sons in Philadelphia are building a new iron 
ferry boat, to run between New York and Jersey City, for 
the New York, Lake Erie & Western road. They have also 
contracted to build a steamship 350 ft. long, 43 ft. beam and 
30 ft. depth of hold for Morgan’s Louisiana & Texas Co. The 
engines will be of the compound tandem type, with cylinders 
38 and 76 in. in diameter and 54-in. stroke. 

The Harlan & Hollingsworth Co. in Wilmington, Del., is 
to build a small steel stern-wheel steamboat for the King of 
Siam. The boat is to draw only 14 in. of water, and is to 
have a compound engine, with 8-in. high pressure and 14-in. 
low pressure cylinder, both béing 36 in. stroke. 


The Rail Market. 

Steel Rails.--The Iron Age says: ‘‘The Pennsylvania 
Steel Co. has recently booked an order for 10,000 tons of 
rails for the Chicago, Burlington & Quincy Railroad, the 
same railroad which buught English rails recently because 
of their alleged superior quality. A number of the mills are 
well filled with orders to the middle of 1886, and are asking 
$35. There are orders for early delivery at hand, which 
there is some difficulty in filling. The market is quiet and 
steady. The reports in the daily press concerning the re- 
sumption of rail manufacture at the old Vulcan Mill, at St. 
Louis, leased by Youngstown parties, largely exaggerate the 
a re of that plant.” 

tail Fastenings.—Prices are firm at 2.25 cents per pound 
for spikes in Pittsburgh ; 2.60@2.85 for track-bolts and 
—_ 175 for splice-bars. An increasing demand is re- 
rted. 

Old Rails,—The market for old iron rails is unsettled, and 
quotations are nominal at $20@$22 per ton at tidewater. 
Old steel rails are quoted at $19@$21 per ton in Pittsburgh. 


New Train Signals. 

General Superintendent Mellen, of the Boston & Lowell, 
has ordered trains on the Central Massachusetts Branch to be 
equipped with the Judkins railway train signal. This is one 
step toward the general equipment of all the passenger traias 
on the various divisioms and branches of the Lowell road, 
the use of the Judkins signal on this branch being intended 
to test its working in daily service. 

Protecting Stone Structures from the Weather. 


The climate of New York and indeed of all the North At- 
lantic states is destructive to the stone-surfaces of buildings, 
the alternations of extreme cold and damp weather in the 
winter causing rapid disintegration of the exposed stone. 
Recent examinations showed that the obelisk, which was 
brought from Egypt and set up in the Central Park in New 
York; chiefly through the liberality of the late Wm. H. Van- 
derbilt, had suffered more in this way in the short time it has 
been in the Park than in the many hundred years it had stood 
in the dry and hot Egyptian climate. It was necessary to 
take some steps for its preservation at once, and after careful 
investigation the Park Commissioners placed the matter in 
charge of Mr. R. M. Caffall, of New York, who has cleaned 
and coated its surface by his patented process. 

Thé Caffall process has also been recently applied to several 
large buildings in New York city, with much success. It 
will probably be applied to the extensive surface of the stone- 
work in the Terrace in Central Park, which has hegun to 





shuw the effects of the weather badly. The patents are 


owned and worked by the Brick & Stone Water-proofing Co., 
whose office is at No. 55 Broadway, New York. 


The Bidwell Electric Railway. 
Charles F. Bidwell, son of the patentee of the Bidwell elec- 
tric railway appliances, is in the city negotiating for a trial 
of his patents in Indianapolis. It is hoped by him that 
enough interest will be shown to enable him to build a half- 
mile line, or a line to Crown Hill, on which to demonstrate 
theentire practicability of his plans. It is claimed that the 
electric street-car can be operated, including a conductor, at 
a cost of $2.50 per day below the expense of the mule car. 
The electric current which runs the car also lights and heats 
it: The cars are run much after the manner of the opera- 
tion of cable cars. The electric current is carried through a 
viaduct between the rails of the street car track. The via- 
duct is covered with a surface-plate with a continuous slot 
in the centre, through which electrical contact is made.— 
Indianapolis News. 

Natural Gas. 
‘Free manufacturing sites” are offered to those manu- 
factures who wish to move to Pittsburgh in order to avail 
themselves of the economies secured by the use of natural 
gas. 
Telegraph and Telephone Wires in New York 
and Brooktyn. 
The following statistics of wire mileage are substantially 
correct, being compiled from official figures. The estimates 
are mainly based upon accurate information. 
New York. 
Western Union Telegraph Co. (actual) ... be 1 (estimated) 
i] o 


Brooklyn. 
246 


Gold and Stock Telegraph Co. we eisnisd 15 
Metropolitan Telephone & Telegrap'’ Co. 

(estimated) ........ ® WE SxS taal 7,900 , 420 
New York & New Jersey Telephone Co... ...... - 3,150 
United Lines Telegraph Co. (estimated)... 250 3 
United Lines District Telegraph *‘‘ a ar 
Baltimore & Ohio Telegraph Co. *“ — . 120 
Baltimore & Obio District Telegraph (esti- 

eee Ee oe ee eee err a ~ 240 enone 
American District Telegraph Co. (actual). 555 7 200 
Otber district telegraphs (estimated) .... 100 ™ 290 
Commercial Telegram Co os LD Socks 100 Rey 
Fire Department " .. . 1,000 : 240 
Police Department - am: 60 100 

RM skat sae cedaaseais =o iy adidas 16,681 4,781 


=t will be observed that this list does not include electric 
light wires, and is, therefore, an underestimate so far as the 
total wire mileage of the two cities is concerned.—Electri- 
cian and Electrical Engineer. 








THE SCRAP HEAP. 


Railroad Young Men’s Christian Association. 

The New York Branch at the Grand Central Depot in New 
York city is in a very active and prosperous condition. Ar- 
rangements have been made for social meetings for the 
benefit of members, to be held on alternate Saturday even- 
ings through the winter. Classes have been organized in 
mechanical drawing and phonography. A course of lectures 
on ‘‘ First Aid to the Injured ” is to be given, with practical 
illustrations, A plan has been completed and introduced for 
sending the library books up the roads to men living near 
the stations through the station-agents. It has met with very 
much favor. 

On Christmas Day 689 persons dined in the rooms, and an 
entertainment was given in the evening. F 

The anniversary of the Branch was held on the evening of 
Jan. 6, when reports were presented and President Chauncey 
M. Depew delivered an address. 


Wew Year's Resolutions. 


For the brakeman.—I will not cut off more than half the 
name of the station I am calling out by slamming the door 
on it. Iwill alwaysshut the door behind me. I will learn to 
slam it harder. I will cultivate more sweethearts among the 
dining room girls. I will not tolerate so much familiarity 
from the passengers. I will sit down on the train-boy occa- 
sionally. I will strive hard and honestly to spend my salary 
if I have to sit up nights to doit. I will be a good boy. 

For the train-boy.—I will carry fewer newspapers and 
more kiln-dried oranges. Iwill bury the passenger under 
tons of books that no intelligent human being ever reads. 
will not give a match te any passenger who carries his own 
cigars. F will not keep the brakeman in apples and peanuts. 
If he wants a match I will carry some blue-head brimstone 
sticks for him and the conductor. I will run my part of this 
train in my own way, subject only to the limitations end re~- 
strictions of the Constitution of the United States and the 
amendments thereto. I will be a good boy. 

For the conductor. —I will start on time even though thé 
womanon the platform has only got half the receipt for 
mangled pudding the woman in the station is giving her. 
Every time I am side-tracked for a freight I will scalp a 
train-dispatcher. I will tell any passenger anything I think 
the passenger wants to know. I will not light every cigar 
any passenger offers me, without first trying it secretly ; my 
life is too valuable to trifle with. I will never know ‘‘ what 
is the matter ” when the train is detained. I will not tell any 
woman that I used to go to school with her boy when she de- 
clares he is too young to pay half fare. I will go into the 
baggage car and laugh all by myself when the commuter 
lies to me about the station where he got on, and I tear off 
ten extra miles on him. I will be a good boy. 

For the passenger.—I[ will bear in mind that I am not half 
so far away from home as some other men are. I will re- 
member that the conductor ran this train long before I 
bought a ticket over this road. I will] not exert myself to 
entertain the conductor during business hours ; he may not 
be so lonesome as I think. I will have my rights, if I have 
to take them from some other passenger. I want four seats 
always, but I will try to get along with two, and if I am 
crowded down to one I will act ugly assin about it. I will 
always complain about the road I travel over, and loudly 
wish I had gone the other way. I will try to bear in mind 
that the road wasn’t constructed with an eye solely to the 
interest and welfare of the public, any more than my boot 
and shoe business is conducted as a great philanthropic enter- 

rise, or my neighbor's law-office as a free legal dispensary. 

will try to behave myself on the train and in the dining 
station as though I were at home. We will all be goudboys., 
— Burdette, in Pathfinder Railroad Guide. 


Had Not Caught Up Yet. 


Mr. R. is the urbane and genial Treasurer of a railroad cor 
poration which for some time has not returned a dividend to 
the stockholders. While sitting in his office a few days ago 
the door opened, a careworn countryman entered and 
anxiously > “C if Mr. R.,the Treasurer of the R., B. & C. 
Co. wasin. The Treasurer acknowledged his identity, when 
_ + pia approached him and lowering voice, said confi- 

ently : 
reg hoe tell me your company hez passed a dividend lately.’ 

The official fairly beamed on his interlocutor as he replied : 

‘A mistake, sir, a mistake. We have not passed a divi- 
dend. We have never caught up with one of the blanked 
things yet.” 





If there bad not been an atmospheric spring on the door it 
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would have banged as the inquirer ae out into the cold 
world.—Boston Dlememerciel iaite in. 


Pathfinders. 


‘* You're pulling a hospital train this morning,” shouted 
the brakeman, just as the engineer climbed to his seat New 
Year’s morning. ‘‘ How’s that?” asked Mr. Throttle, look- 
ing back. ‘‘ Eighty-sicks on board,” howled the brakeman, 
dodging a chunk of coal, and the old man was so mad to 
think he missed him that he run wild on the first block, 
killed the superintendent’s dog right in the yards, ditched a 
hand-car at the first cattle-guard, and c an Irish track- 
walker straight up the side of the short tunnel.—Burdetté, 
in Pathfinder Guide, 


A Narrow Escape. 


On the morning of Jan. 4 a passenger train from Ansonia 
to New Haven on the New Haven & Derby Railroad had a 
barrow escape. As it was rounding a curve near Birming- 
ham a telegraph pole fell across the track. In falling, the 
pole struck the locomotive’s headlight, but was thrown to 
one side by the speed of the train. The passengers felt a 
slight shock. 


Small-pox on the Train. 


A dispatch from Chicago Jan. 2 says: ‘‘Two new 
cases of small-pox were discovered yesterday, in the 
persons of a mother and_ daughter, passengers on 
an incoming Pittsburgh & Ft. Wayne train. The un- 
fortunates left Queenstown, Ireland, on the steamer Spain, 
and arriving in New York, bought transportation for Joliet, 
Ill. The mother, however, was sick before she left New 
York, and yesterday morning the train officers discovered 
that she was afflicted with small-pox. She was then deliri- 
ous, and could neither give her name nor tell where she was 
exposed to the disease. As her daughter, who was also dis- 
covered to be ill, was only eight years old, and too badly 
frightened to be coherent, she was useless as a source of in- 
formation, and nothing could be learned of the pair but what 
their tickets and the marks on their baggage indicated. They 
were at once taken to the hospital, and every precaution 
taken to guard others from the contagion, but as many of 
the passengers on the same train were exposed it is feared 
that more cases will result.” 

Consoling. 

Passenger—‘' What time does the next train reach Lon- 
don?” Porter—‘ Five o’clock, sir.” Passenger—‘‘ And it’s 
three now ; and this place is eighty miles from town. It 
must be an express. Porter—‘' Yes, sir.” Passenger— 
‘* That’s jolly. Glad I’m in time to catch it.” Porter—‘t Beg 
parding, sir ; it don’t stop here.”"— Fun. 








ANNUAL REPORTS. 


The following is an index to the annual reports of railroad 
companies which have been reviewed in previous numbers of 
the current volume of the Railroad Gazette : 
Page. 

.15 Naugatuck... 
.15 N.Y. & New England . 
..15 N. Y., Providence & Boston..... 16 
...16 Northeastern (South Carolina). .16 








Baltimore & Philadelphi 
Boston & Lowell 

Boston & Providence.... 
Buffalo, N. Y.& Philadelphia 









Lake Shore & Michigan Southern. 


At a meeting of the directors last week the following state- 
ment was submitted for the year ending Dec. 31, the Decem- 
ber earnings and expenses being estimated. 

The earnings for the year were as follows: 





; 1885. 1884. Inc. or Dee. P. c. 
Marnings..........<..«< $14,088,457 $14,843,584 D. $755,127 52 
Expenses............ 9,247,081 9,133,522 I. 113,559 1.2 

Net earnings....... 4,841,376 $5,710,062 D. $868,686 15.2 
Gross earn. per mile. 10,511 11,075 D. 564 5.2 
Net “6 - ee 3,612 4,260 D. 648 152 
Per cent. of exps.. .. 65.6 61.5 L 4.1 


The comparison is with the actual earnings and expenses 
as given in the revort for 1884 
The result of the year was as follows : 


1885. 1884. 
Net earniugs, as above... .. ..... ...... $4.841,376 $5,710,062 
Interest, rentals and div. onguar. stock.. 3,593,000 3,720,670 
ND Sic cdegcdaser s6b Sex Sretbeiene $948,376 $1,989,392 


The surplus this year was equivalent to 1.92 per cent. on 
the stock, against 4.02 per cent. in 1884. In 1884 the com- 
pany paid 5 per cent. dividends, the amount being $2,473,- 
25, leaving a deficit of $483,933. Last year no dividends 
were paid. 


Michigan Central. 





Ata meeting of the directors last week statements for the 
year ending Dec. 31 were presented, the December earnings 
and expenses being, of course, estimated. 

The earnings for the year were as follows : 











1885. 1884. Inc. or Dee. P.c. 

Earnings ........... $10.755,000 $11,659,077 D. $904,077 7.8 

Expenses............ 8,005,000 8,959,132 D. 954,132 10.6 

Net earnings...... $2,750.000 $2,699,945 I. $50,055 1.9 

Gross earn. per mile 7.146 7.878 D. 2 8.0 

Net earn. per mile.. 1,827 1,824 I. 3 0.2 
Per cent. of exps ... 74.4 76.9 D. BiB is. 


The comparisons made are with the actual earnings and 
expenses reported for 1884. 
“he result of the year was as follows : 





1885. 1884. 
Net earnings, as above............... -+- $2,750,000 $2,699,945 
Interest, rentals, CtC........ .. sseccocees 2,667,000 2,638,602 
Surplus....... See ee rs $83,000 $61,343 


Under the agreement, two-thirds of this surplus, or $55,- 
333, belongs to the Michigan Central, the remaining one- 
third, or $27,667 going to the Canada Southern. No divi- 
dends were paid in either year. 





Boston & Maine. 





The road operated by this company for the year endin 
Sept. 30, 1885, the irst year of its lease of the Eastern Rail. 
road, was as follows: 





Miles. 

Main line owned, Boston to Portland... ........... - 115.50 
Eastern road leased, ** 5 Ee ren 108.29 
- sid ** Portsmouth to North Conway.. 72.86 
Branch lines owned -50 





leased 
491.92 

From the total is to be deducted 2.75 miles branch line 
owned, but leased to and worked by the Manchester & Law- 
rence Co., which leaves a total of 489.17 miles worked by 
the Boston & Maine Co, 

There are 118.84 miles of second track in use. Of the 
610.76 miles of main and second tracks, 448.94 miles are 
laid with steel rails. 

The equipment (including that leased with the Eastern 





Railroad) consists of 207 locomotives ; 335 passenger, 11 
perlor, 4 mail, 8 express and 68 bag; cars ; 1,795 box 
1,799 flat, 487 coal and fifty caboose cars; 1 directors’, and 
1 pay car ; 31 tool and derrick, 6 boarding and 184 gravel 
cars ; 35 snow-plows. 

The general account, condensed, is as follows : 


Stock (received from sale of 70,000 shares)........... $6,921,274 
Bisse digs. serdceerppdncsieldsdipexeies 4,115,000 
Notes, accounts and balanees payable... 1,827,797 





Profit and loss, balance.... 1,832,184 





WR tus Savccnsses ocesedeepabebvcnts pase eis ..-$14,696,255 
Road and equipment ................ .. 4s $10,929,118 
Stocks, bonds, etc........ AE ,089 994 
Innprovement accounts.......... ........++ 1,090,245 
LES ree 678 548 
Bills and accounts receivable.............. 311,289 
PR ides a coubsclnayemeneeegenes 0500000 pbedee 596,761 

14,696,255 








The funded debt includes $1,500,000 plain 7s, due 1893; 
$2,000,000 plain 7s, due 1894, and $615,000 new improve- 
ment 4s. The interest charge is $269,600 yearly. 

The traffic for the year was as follows : 











Train miles ; 1884-85. 1883-84. Inv. or Dec. P. ce 
Passenger............. Soe ee ee 
ora: i jj§$ eee 
Service and switching. GE kcbevcasivcss © sdscceed ce ies 

PRES .. 4,924,014 4,909,057 I. 14,957 0.3 
Passengers carried.... 15,587,375 14,960,162 I. 627,213 4.2 
Passenger-miles....... 204,321,021 198,084,721 I. 6,236.300 3.1 
Tons freight carried. . 2,132.954 #.275.034 D. 142,080 6.2 
Ton-miles............. 114,506,044 122,597,198 D. 8,091,154 6.6 

Av. rate; 

Per passenger-mile.... 1.735 cts. .... 0 .6.0.. eee ceeeee ise 
Per ton-mile..... ..... Ma  “keeseeveawakc, © 200 » eneane os 


The average train load last year was 73.9 passengers 0 
89.5 tons of freight. The earnings per revenue train mile 
were $1.61, and the expenses $1.03, leaving the net earnings 
$0.58. The average passenger journey was 13.11 miles, and 
the average freight haul 53.68 miles. Of the passengers car- 
ried 10,474,837, or 67.2 per cent. of the whole number, were 
carried to or from Boston. The average rate per nger 
mile for season-ticket passengers was 0.670; cher local pas- 
sengers, 2.140; through, 1.503 cents. The average rate per 
ton-mile local was 2.462; through, 1.448 cents. Through 
freight was 33.1 per cent. of the total ton-mileage. 

The earnings for the year were as follows : 











884-85. 1883-84. Ine. or Dec. P.c 

Passengers ......... $3,544,302 $3,550,676 D. 374 0.2 
Ra 2,435,401 2,489,008 D. 602 2.2 
8 ae 252,393 254,612 D. 2,219 0.9 
Rents, etc....... ... 279,464 279,107 ~—si:. 357 «(OL 

re $6,511,560 $6,573,398 D. $61,838 9 
Pere 4,185,099 4,221,082 D. 35,983 0.8 

Net earnings.... .. $2,326,461 $2,352,316 D. $25,855 1.1 
Gross earn. per mile. 13,311 13,438 ». 127. (08 
Net * es .756 4,809 D. 53) 11 
Per cent. of exps.... 64.2 L ee 


Expenses above include taxes, which were $204,638 las' 
year, and charges on improvement bonds amounting to 
$24,092. 

The report says : ‘‘ The lease of the Eastern Railroad to 
this company was ratified by your votes on Dec. 2, 1884, 
and the leased property duly delivered to us. 

‘*Tt was not, however, until Jan. 1, 1885, that the finan- 
cial affairs of the road were merged with ours; and, as the 
terms of the lease required some change in the mode of keep- 
ing our accounts, it will be difficult to compare the business 
of this year with the last, in many partic . Wherever 
comparisons are made in this report, it will be understood 
that they are the operations of the combined roads, compared 
with the same of the two roads in 1884, under separate man- 
agement. Hereafter that difficulty will not exist. * * * 

‘** The loss of gross revenue is owing to the general depres- 
sion in business during the past year in the manufacturing 
towns along our line, and to the low rate at which freight 
coming from foreign roads has been carried.” 

The result of the year was as follows: 





Net earnings, as above........ .. . s+... vocgateseins $2,326,461 
I in 5a 5004 snaves +pcucuhe cones $266,424 
Rentals of leased lines.... ....... ..-05 seeees 1,225,526 
—— 1,491,950 
Surplus over fixed charges..............:... ss. $834,511 
Paid Eastern Co., unde. terms of lease...... $134,511 
Dividends, 8 per cent... ........ ...seeeeeeeee 560, 
——_—-—« 694,511 
Balance to profit and loss..............02 seeseeee $140,000 
Excess on surplus of last year...  .... 6 ...0- ceceeeee 135,912 
Old accounts transferred and collected... ..... eh as ‘ 


Balance, Cob. 1, 1GBE oon si. cececccsciccosccee- sess 


33,636 

1,612,917 
Total 

Less old accounts transferred, etc..........0...005 se 


Balance, Sept. 30, 1885..........6.0. sese-seeeesees $1,832,184 


During the year the company purchased or built 19 locomc- 
tives, rebuilt six, extensively repai 72 and repaired 111 
others. It now has 207, of which 115 belong to the leased 
roads. Cars have been built as follows: One parlor, 4 pas- 
senger, 4 combination, 3 baggage, 43 box, 34 flat and 9 
gravel. One passenger car a coal cars have been pur- 
chased. There have been put upon the freight cars 722 
United States car couplers. The report gives a long list of 
improvements to buildings, bridges and track, on both the 
eastern and western divisions, which include two new engine 
houses at Somerville and one each at Gloucester and North 
Berwick, a new paint shop and boiler house at Boston, a new 
supply store-house at Lawrence, new stations at Greenwood 
and Lowell, new turn tables at Kennebunk and North Ber- 
wick, eight new iron bridges and five overhead bridges, and 
the remodeling of several stations. 

During the year 4,724 tons of new 67 and 72-pound steel 
rails have been laid; 1,896 tons of partly worn steel rai 
have been removed from the main line and laid on the 
branches and in the yards, and 1,130 tons of old iron rails 
have been laid on side tracks. In connection with the New 
York & New England Railroad a harbor float for the =. 

of transferring cars between the decks of the two lines 

as been built. This will carry 10 cars, and may be used to 

couvey cars to any of the warehouses on the water front or 

to other railroads. Ferry slips are built at the landings, so 
that transfers may be made at any time of tide. 

The re says, in conclusion: ‘‘The completion of the 
cantilever bridge at St. John gives us an uninterrupted con- 


nection with all the railroads in New Brunswick and Nova | ca 


Scotia, from which we cannot fail to derive a large increase 
in business, 

‘*Leases of the Worcester, Nashua & Roctester, and the 
Portland & Rochester railroads have been agreed upon by 
your directors and those of the leased roads, subject to the 
ratification of the stockholders of the respective corpora- 
tions. 

‘*The Worcester, Nashua & Rochester is a line from 
Worcester to Rochester, N. H., 9414 miles long, passing 
through Nashua and many re ‘acturing towns. 
The Portland & Rochester is snap lene extending from 
Rochester to Portland ; the canted I paralleling our 
road for nearly its entire length,” = whale 








New. York, New Haven & Hartford. 


This company owns a line from Williamsbridge, N..Y., to 
Springfield, , 123.2 miles, with branches Berlin, 
Conn., to New Britain, 3 miles ; from Berlin to Middletown, 
10 miles ; in Hartford, 1 mile ; from Windsor Locks, Conn., 
to Sufficld, 4.5 miles, It leases the Harlem River & Port- 
chester road, from New Rochelle, N. Y., to Harlem River, 
11.8 miles ; the Shore Line road, from New Haven, Conn., 
to New London, 50 miles; the Boston & New York Air Line. 
from New Haven to Willimantic, 50 miles ; the Colchester 
road, 3.5 miles, and the Stamford & New Canaan road, 8 
miles, making 141.7 miles owned and 265 miles worked. The 
trains run over the New York & Harlem road from Wil- 
liamsbridge to the Grand Central Depot in New York, 11 
miles, e report is for the year ending = 

The equipment includes 128 locomotives ; 302 passenger 
and 87 mail and baggage cars ; 2,423 freight cars. 

The balance sheet is as follows, condensed: 
CD GUO sat as tains ed ccas svord vansabakedsntesest $ 
IR eile Miainin 0 'Gi:-8) ounce 
Accounts and balance 
Contingent account. . 








PFOME and 1oaS,...........c0ece000 
a... pitas} cneh ws pa seeakaeakas ‘ahead 
and property.... ....... 

Sinking fund oes i diaadd sinslih ech ipabeabie soins adnemiiaen 

Materials and supplies .. ........... oe 63,05) 
Bills and accounts receivable. .. ...... . 1,441,484 
Dah: tas etneuduotcekedskannessnbeaneeae 1,122,319 

———  W,790,439 


The bonds are 4 per cent. bonds issued in 1883. The com- 
ny is also responsible as endorser on $3,000,000 Harlem 











iver & Po ester bonds, the yearly interest charge on 
which is $170,000. 

The earnings for the year were as follows : 

1884-85. 1883-84. Ine. or Dec. P. c¢ 

PRssOn*ers... 23. <:.. $3,945,141 $3,918,409 I. $26,742 0.7 
Freight........ ........ 2,423,594 2,440,919 D. 17,325 0.7 
Mail, express, ete .... 416,803 422175 D. 5,372 1.3 
Rents and interest ..... 110,287 105,746 I. 4,531 4.3 

ath stink eane aced $6,895,825 $6,887,259 I. $8.566 0.1 
Ee 4.623,987 4,828,246 D. 204,259 42 

Net earnings. .. ....$2,271,838 $2,059,013 I. $212,825 10.5 
Gross earn. per mile... 26,022 25,990 1. 32. «0.1 
Net st ” rr as 8.573 7.770 I. 10.3 
Per cent. ofjexps ...... 67.0 70.1 D. BA ose 


Expenses include taxes and rents of depot and grounds, 
amounting to $485,716 last year and $498,717 in 1583-84. 

The earnings over the Harlem Railroad track, which are 
paid as rental for the use of that track, are not included in 
the earnings or expenses above. They amounted to $319,457 
last year. 

The result of the year was as follows : 
Net earnings, as above.... ...... 





Rentals of leased roads........... eee, 
| errr rs 80,000 
= Harlem River & Port. bonds......... 170.000 
Dividends, 10 per cent.............-02..+-000e 1,559,000 
— 2,050,970 
Balance, surplus for the year.............-+++-+-: $220,866 
Increase in accounts payable Ab btkoaaee Charente. 28,442 
Decrease in materials on hand................-+00+-+55 296.758 
Bc. .. sbbesinkh. os tenkeabeietn teehee oasleneskwes 546.068 
New construction (4 tracks)..........6. 0 - scseseees oe 18 692 
Balance, increase in cash and cash assets........ $527,376 


Cash and cash assets amount to $2,563,803, made up as 
follows: Securities and advances, leased and controlled 
roads, $1,017,520 ; bills receivable and balances due, $423,- 
964 ; cash, $1,122,319. 

The traffic for the year was as follows: 








Train miles ; 1884-85. 1883-84. Inc. or Dee. P. c. 

2,526,616 2.365.746 I. 160, 6.8 

1,314,437 1.461.959 PD. 147.502 10.1 

962,299 825,174 I 7.125 16.6 

Total............-. 4,803,352 4,652,859 L 150,493 3.2Z 

Passengers carried.. 7,765,575 7,582,213 I. 183,362 2.4 

Passenger-miles ....208,676,877 206.677,.775 I. 1,999.102 0.9 

Tons freight carried. *,148,463 2,182 250 D. 33,787 1.5 

Ton-miles ....... ...124,168,149 125,7423803 D. 1,575,654 1.3 
Av. train toad: 

Passengers, No..... 82.6 7.0 D, 44 51 

Freight, tons....... 945 86.0 L 85 99 


The average ag oy journey last year was 26.87 miles, 
against 27.26 miles the preceding year. The average rate 
per passenger-mile was 1.94 cents, against 1.96 cents the 
preceding year. The cost per passenger-miie and per ton- 
mile was almost exactly the same; including proportion of 
fixed charges, it was 1.68 cents. 

The stone ballasting of the Hartford Division has been 
completed and the work is now in progress on the New York 
Division. Three new iron draw-bridges have been = in and 
a fourth is in pr s. Several small bridges have been 
renewed. All the draw-bridges except one are now equipped 
with interlocking signals and derailing switches. veral 
new station buildings have been erected. 

The President’s report says: “It will probably be some 
years before the Air Line will become a source of revenue, 
in and of itself, though the wisdom of taking the lease is fast 
being vindicated by the logic of events. 

‘* Four tracking has progressed slowly during the past year, 
chiefly for the reasons stated in our report for the previous 

ear. It is, however, going forward, and the section from 

ew Rochelle Junction eastward, now under contract, -is 
expected to be ready for use by about Aug. 1 next. And 
should circumstances continue favorable it is believed that 
several miles more will be contracted for soon after the sec- 
tion through New Rochelle is completed. 

‘* The subject of automatic a for freight cars has 
received considerable attention during the past few years, 
more ially since, in several of the states, legislation has 
peen had upon thissubject. Still, itis not settled to-day which 
is the best coupler to secure safety to the servants makin 
the coupling on the one hand, and convenience, economy 
expedition to the company operating the cars on the other 
hand. Many couplers have been invented which are bette 
than the old-fashioned link and pin. The trouble has been, 
and still is, to get such unanimity between different compa- 
nies as will result in the adoption of a device, or devices, capa- 
ble of being used interchangeably; for, until devices are 
found that can be interchangeably used, there is little h 
of any great improvement in the methods of coupling fre 


rs. 

‘* All the improvements made during the past year have 
been paid for without any increase of the indebtedness of 
the company, the p' s of sale of bonds issued in 1883 
not yet having been exhausted. : 

“Phe income of the sinking fund during the last fiscal 
year has amounted to $92,870, but on account of the can- 
tinued depression in the market value of some of 
securities held by that fund it has been deemed best by 
the committee in charge of it not to increase its nominal 
or reported value this beyond the amount stated by 
the Auditor in the condensed halance sheet for the pre- 
vious year, It stands, therefore, in this year's report at 
the same valuation it has for the last two years,” 
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EDITORIAL ANNOUNCEMENTS. 
Passes.—Ali persons connected with this paper are forbid 


den to ask for under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 





Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete i if 
they will send us early information of events which take 
place under their observation, such as changes in rail- 
road officers, organizations and changes of companies 
the letting, progress and completion of contracts for new 
works ar tmportant improvements of old ones, experi- 
ments in the construction of roads and machinery and 
in their ma ement, particulars as to the business of 
railroads, pee | suggestions as to its mprovement. Dis- 
cussions of subjects pertaining to ALL DEPARTMENTS of 
railroad business by men practically acquainted with 
them are especially desired. Officers will oblige us by 
forwarding early copies of notices of meetings, elections, 
appointments, and especially annual reports, some notice 

of all of which will be published. 





Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
thisjournal for pay, EXCEPT IN THE ADVERTISING COL- 
uMNS. We give in our editorial columns OUR OWN opin- 
tons, and those only, and in our news columns present 
only such matter as we consider interesting and im- 
portant to our readers. Those who wish to recommend 
their inventions, machinery, supplies, financial schemes, 
ete., to our readers can do so fully in our advertising col- 
umns, but it is useless to ask us to recommend them edi- 
torially, either for money or in consideration of advertis- 
ing patronage. 








THE GREATEST YARD IN THE WORLD. 


Ordinarily it is exceedingly difficult and even 
dangerous to assert of anything that it is the greatest or 
the smallest or the fastest or the slowest in the world, 
yet the statistics presented in another column of the 
railroad yards in Buffalo—which in a sense at least 
may be regarded as one vast yard of interchange— 
leave no reasonable doubt that, of its kind, it is the 
greatest in the world. It may not be a very good 
kind: In some respects it is unquestionably a very 
bad kind ; but the merit and interest which comes 
from unique magnitude it certainly has. 

How much of this abnormal magnitude is the 
healthy and natural result of peculiar traffic condi- 
tions, and how much of it is mere fungus growth from 
diseases whose existence is universally felt and which 
have been recently ably discussed by Mr. W. P. 
Shinn and others, is a question which is at least in- 
teresting, and presumably not unworthy of careful 
study, for at Buffalo both causes appear to be 
operating on the largest scale. We have therefore 
caused the statistics of the actual status at Buffalo to 
be collected, in many cases by special measurement of 
tracks, and in all cases by careful separation of the 
uses to which the various tracks were devoted, which, 
it is almost needless to say, would not be likely to ap- 
pear on the books of any company in the detail with 
which we give it, while even the mileage of some of 
the tracks was not known. 

The clear and detailed account which accompanies 
the statistics of the manner in which the fourteen 
different kinds of side-tracks specified are used at once 
explains why so much of some of them is necessary ; 
but let us first consider the aggregates : On the map 
presented there is outlined a total of some 300 miles of 
track within an area of some eight square miles (about 
14 by 54 miles, 5.63 square miles being actually owned 
by the railroads within the city limits), which it is 
expected to increase in the near future to some 450 to 
500 miles, mostly by accessions to the trackage of the 
newer lines entering Buffalo, and required by them— 
as will be seen by the detailed table—to afford to them 
no greater facilities than the older lines already 
enjoy. The recent lease of the West Shore to the New 
York Central will save, it is estimated (somewhat 
liberally, it would appear), the construction of as much 
es 50 miles of track which would otherwise be neces- 
sary, but, barring that, there is: 


7—-—Miles.——. 
Single track. 
Track of all kinds in city limits of Buffaloor im- 
. mediately adjacent thereto 
And to be laid by 


the newer roads (chiefly) now 








imperfectly supplied..... .......... SaEN Wn tioeae 176.0 612.1 
Of this there is main track, inc'uding three 

double-track lines swinging around the city to a 

connection with the International Bridge.... ... 155.1 
And projected (minor extensions)... .............. 5.7 160.8 
Leaving as side-track........ ... Miomkn Gade hero 451.3 
Of the main track a considerable portion is only 
' nominally main track, but really more in the 

nature of track for yard use only. which may be 

estimated as at least.................... Sy ae 50.0 50.0 
Leaving as the true proportions of main track and (Main). (Side). 

side . actual and projected........... sien 110.8 501.3 
Of which there was laid, October. 1884... .:. .... 109.3 326.8 
And projected. a erable fraction of which 

has since been constructed............ t eked 15 174.4 


While this distribution of the totals is not precisely 


exact, if, indeed, it would be possible to make it so, it 
will afford a fairer idea of the actual conditions than 
to preserve the nominal totals. In making it, it has 
been remembered that there is a large mileage of side- 
track on the Canada side of the river, for which we 
have not the exact figures, and some little allowance 
has been made therefor, probably not enough to cover 
it. 

Let us compare this with the figures for the yards 
of New York city, as givenin the articles on the ter- 
minal facilities of New York, prepared by Mr. G. 
Mordecai for this journal,* and we shall have a better 
idea of the peculiar magnitude of the Buffalo yards. 
While the figures for New York are not as detailed, 
nor probably as accurate, as those for Buffalo, since 
no measurements were made for them when existing 
data were defective, we have no reason to believe that 
they are essentially in error, either in excess or 
deficiency. 

Below is given the total miles of track, main line 
and sidings, in the New York and Buffalo yards : 

New York. Buffalo 





yards. yards. 
RR OD cian ccicaa si adsace, banedsiehrnda 28 157 
CON gattedcsages ts. anahddue lee . 49 116 
Lackawanna ........ Fier Coe et er 63 
West Shore (and Ont. & West.) ........  ....... 34 23 
EE <6. 0 dia. Gea uehbe dba Bie <6 39 on 
EE ikumncnd < ntnnacke wi eere nasheed ced wv 77 
DR tet bea nantes Rhee bid hata Ec 200 436 


Here it will be seen that, with all the immense 
traffic of New York, there is less than half as much 
track at New York as at Buffalo, and not much over 
half as much at New York as at Buffalo if we make 
a liberal deduction frcm the mileage of the latter to 
compensate for the extra mileage of main track on 
the three lines passing around the city of Buffalo, 
which in a sense at least might be considered as not 
properly chargeable to Buffalo proper, but as stand- 
ing on the same footing as any other track outside 
the city. 

These New York tracks also, it is to be remembered, 
are not all bunched together as in Buffalo, so as to be 
in fact if not in form one vast yard, whose different 
parts are constantly interchanging business with 
each other, but are miles apart from each other and 
have comparatively the most insignificant interchange 
relations. Most of them, in fact, could be most fairly 
compared with the thirteenth class of Buffalo side- 
tracks, those for ‘‘ local city freight” alone, of which 
there are in Buffalo 203 miles, with as much more 
projected; for, although there is a very large—in fact 
immense—coal, steamer and stock-yard traffic at New 
York, as well as the usual shop and coaling tracks, 
vet the business of New York is carried on under such 
different conditions from that at Buffalothat the same 
traffic requires, as is apparent from the figures, several 
times less track room. For example, there are 39 miles 
of shop and-coaling track at Buffalo and 35 miles more 
projected, of which the New York Central and the Erie 
have each some 13 miles, which (without being able to 
present the exact figures) is undoubtedly several times 
greater than the same roads have for the same pur- 
poses at New York, the reason being that sick and 
wounded cars from all over the continent tend to ac’ 


New York, so far as possible. The same contrast is 
visible in the 16 miles of transfer tracks at Buffalo, 
which it is pruposed to double; and the enormous ag- 
gregate of 87 miles for the direct use of trains from 
the East and West and Canada and for distributing 
west-bound freight (columns 3, 4, 5. 6, 7), which it is 
proposed to add over 40 miles more to, mostly by the 
newer roads, is in itself something for which there is 
no very exact parallel in New York, either in quantity 
or quality, although, of course, the mileage devoted 
to similar uses is very great. 

The same contrast exists to an even larger extent in 
the areas of land occupied in the two cities, which 
compare as follows: 


Acres Acres. 

ee I I sa Sais cast ccncsces  Seedee voas 378 Be 
MME isassevase sheagestiewns shea ss 5 383 

ES EEN. ARES a Re 3,600 


Land in Buffalo is, of course, a very different and 
much cheaper thing than land in New York, and this 
area, moreover, includes several hundred acres of 
what is more properly main line right of way, not 
properly chargeable to yards. But after making all 
allowanccs in this respect, the immense proportionate 
magnitude of the Buffalo yard, due to the nature 
rather than to the absolute volume of the business 
transacted, which makes Buffalo a point where in- 
numerable side tracks natura]ly accumulate, is clearly 


‘| indicated. 


While Buffalo seems to be far ahead of any other 
one point in its yard facilities proper, yet that it is 
only the leading example of a general tendency is in- 
dicated by the following figures of the total side-track 








* Railroad Gazette, Nov. 6, 1885. 


“ Terminal Facilities of the 
Port of New York,” pp. 63. 


cumulate at Buffalo, while they are kept away from | 2.0 


mileage of the roads entering there, which well illus- 
trate the immense aggregates of side track which even 
ordinary yard demands produce. There seems to be 
what might almost be called a rude law that trunk 
lines proper, as distinguished from roads of the next 
grade below, will have at least as much side track as 
the length of their main line. Thus, the Boston & 
Albany, in addition to being somewhat more than 
double-tracked, has almost exactly this amount of 
sidings, viz., 203.2 miles against 201.6 miles of main 
line. Exceptions no doubt exist, but the following 
table indicates that the assumed ‘“‘law” has at least 
some foundation in fact, and also indicates how great 
a proportion of this immense amount of side-track is 
concentrated at Buffalo, on the roads passing through 
there. 


Mileage of sidings in the aggregate and at Buffalo and New 
York, on the leading lines entering Buffalo : 





P.c. of all 
Miles ——--Miles of sidings.-——— sidings 
main Else- in 
line. Buffalo. N.Y. where. Total. Buffalo 
New York Cen...442 94.1 28.0 418.9 541.0 17.4 
Lake Shore......540 9.3 Ras’ 539 7 549.0 
Rn iss hacecs 982 103.4 ase 958.6 1,090.0 9.5 
errr ere 460 W72 49.0 430.8 557.0 13.9 
Lackawanna... 413 30.8* 50.0 442.2 523 0 oes 
B., N. Y. & P....430 19 0* eres 129.0 148.0 
Roch. & P’b’g...213 4.9* inate 48.1 53.0 
West Shore.... .426 16.3* 34.0 91.7 142.0 
N. Y¥., C. & St. L.512 3.5* sees 85.5 89.0 





* These roads have 


completed less than one-half of their pro- 
posed Buffalo s dings. 


The immense aggregate of capital expenditure rep- 
resented by these aggregates of side-track, and the 
still larger capital sum represented vy the annual ex- 
penditure to ‘‘ operate ” the side-tracks, are factors in 
the cost of transportation which are too often forgot- 
ten. An estimate of the aggregate cost or value of 
the yard facilities in Buffalo we are unfortunately not 
able to present. The Buffalo Creek Railroad is re- 
ported to have cost, all told, a little less than $40,000 
per mile, and this probably comes much nearer to 
representing actual cash expenditures than is usual in 
the nominal ‘‘cost of road” of railroad reports. At 
$10,000 per mile the 300 miles of side-track, more or 
less, inthe Buffalo yards represent $3,000,000. At 
$5,000 per acre for the 3,600 acres of land owned by 
the railroads, with all the improvements thereon re- 
quired for railroad purposes, the capital investment 
would be $18,000,000. The shop facilities alone, with 
the tracks for their use, represent $5,000,000. Be- 
tween the two limits specified any one can make an 
estimate to suit himself as to what is the cash invest- 
ment for yard purposes proper in Buffalo, but the ad- 
dition to the direct cost of haulage which this capital 
expenditure, whatever it may be, represents is very 
liable to be forgotten or underestimated. It may be 
indicated, in a rude way, by the statistics of New 
York terminal facilities given in the articles referred 
to, which (converting annual cost and capital invest - 
ment into each other at 6 per cent.) were as follows: 


Estimated Cost of New York Terminal Facilities. 


Capital Cost P.c. 

sum, per of 

millions. year. total 

200 miles track.... ....... ..@, $10.000 2.0 0.12 2.2 
378 acres yards... ............@ $52,000 20.0 
2.2 millions sq. ft. piers ..@ $1.00 2.2 
2. ned ie floor area.@ $0.80 1.6 

0.89 million =“ N. Y. city 

ee 5.4 
69 yard engines (cost). ... ...@ $8,700 0.6 
44 propellers (cost).... ....... @ $25,000 1,1 
230 lighters (cost) . ... ..... @ $9,000 2.1 

Total investment charges. . 35.0 2.1 38.5 

4,700 employés................ @$2pveraay 47.0 2.82 51.6 

450 tons coal per day......... @ $4.00 90 0.54 9.9 

er re ee Wikeswicdte! mas 91.0 5.461000 


From this it appears that the bare cost of the track 
estimated at a very liberal figure, and exclusive of 
land, amounts at New York to but 2.2 per cent. of the 
total cost of yard work, and that this total is as great 
a tax upon the five lines concerned as if they had 
$91,000,000 invested, say in three thousand miles of 
idle, unoperated and tolerably costly railroad, at 
$30,333 per mile, on which they had to pay interest, 
but which contributed nothing to revenue.* 

Nothing at all equal to this in degree exists in 
Buffalo, but the analogous tax at that point is very 
great indeed, and is in addition to the above, as is 
likewise the yard tax at Chicago and all other inter- 
mediate points. The figures above, however, will be 
enough to show that, vast as is the tax of maintaining 
within the city limits of Buffalo enough track for 
local purposes only to build a new line to New York, 
that direct expenditure is but a small fraction of the 
total burden represented by those facilities,’even if, as 
no doubt it is, a many times larger part than at New 
York, 

At no other point in this country, not even at Chi- 
cago, do so many conditions combine to bring about 





* Although these terminal facilities contribute no revenue to 
the railroad system as a whole, yet the railroads which maintain 
these yards have (with very good reason, it will be seen) & 





terminal charge allowed them out of the through rate ; so that 
to them it is not an unbalanced tax. 
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such abnormal growth, and the same is still more 
true of even the largest cities of the old world. Buf- 
falo, therefore, although outdone by many other 
cities as a traffic point, will doubtless continue to be 
the greatest yard, properly so called, in the world, 
even after that considerable fraction of its trackage, 
which is with reason felt to be due to profligate and 
discreditable imperfections of management, has been 
done away with. 








THE VANDERBILT ROADS. 


The Lake Shore & Michigan Southern has reported 
its earnings and expenses for 1885, the last month 
partly estimated, showing for the whole year: 





THE LAKE SHORE. 
Amount. P. ec’ 
Decrease in gross earnings............. .se..e0- 755,127 5.1 
Increase in CXPeDSES ... .. ....cceeeee vee sace 113,560 12 
Decrease in net earnings ....... ......e0- $868,687 15.2 2 
Iocrease in interest, rentals, etc .......... .... 172,330 4.6 
Decrease in divisible profits. ......... .... . «+ 1,041,017 52.3 
The profit per share fell from $4.02 in 1884 to $1.92 


last year. 

The decrease since 1884 of more than one-half in 
the company’s profits, however, gives a very insuf- 
ficient idea of the great change, for during the four 
years ending with 1883 the profits had always been 
more than $8 per share, and in 1880 they were $11.28. 
In the worst year heretofore, 1875, this company’s 
profits were $2.20 per share. It now foots one-eighth 
below this. 

The report is nevertheless not without encourage- 
ment, for while the profit per share for the whole year 
was but $1.92, $1.30 of it was made in the last quarter 
of the year, and 78 cents was made in the third quar- 
ter—there having been a deficit of 16 cents per share in 
the first half of the year, the result in successive quar- 
ters having been: 


1st. 2d. 


Deficit. 
$13,303 


3d. 4th. 
Deficit. Profit. Profit. 
$62,607 $383,208 $641,079 
The profit in the last quarter for successive years 
has been: 


1880 1883 1884. 
$2,167,868 $0 20. 260 $1, 751, "i568 $1,209,744 $620, 436 Prt 079 


Thus there is very little improvement in 1885 over 
1884, and the profits for the quarter are little more 
than half as great as in 1883, 63 per cent. less than in 
1882, and 70 per cent. less than in 1880, when the pro- 
fits in this single quarter were $4.38 per share. The 
result in 1885, however, is a very great improvement 
over previous quarters of the same year. 

The gross earnings and working expenses (includ- 
ing taxes), net earnings, fixed charges and profits per 
share of this company for each year since its organi- 
zation, are given below. As there has been no change 
in the amount of the capital stock, the fluctuations in 
the profit per share are the same as in the total bal- 
ance available for dividends : 


' Fixed Profit 
Year. Earnings. Expenses. Net earn charges. p. sh. 
1870......$13,509,286 $8,368,821 $5,140, 415 $1,828,897 $9.60 
es 14,989,449 9,779,806 5,1] 8,643 2,121,164 8.37 
1872 - 17,699,935 11,839,526 5,860,409 2,201,459 8.55 
$078....2. 19,414,509 18,746,598 5,667,911 2,654,560 6.10 
1874 . 17,146,131 11,152,371 5,993,760 3,008,192 6.04 
1875...... 14'434/199 10°531,501 3,902,698 AY oy re 2.20 
1876..... 13,949, L 9,574,836 4,374,341 3.26 
1877 é 13, 505,159 .963,966 4,541,193 pyc 637 3.57 
1878...... le 3, 979, 766 8,486,601 5,493,165 2,718,792 5.61 
1879...... 15,271,492 8, 934,524 6,336,968 754,988 7.24 
1880...... 18,749,461 10, "418, 105 8,331,356 2,750,374 11.28 
1881...... 17,971,391 11,278, 429 6,692,962 2,725,378 8.02 
1882...... 18,225,639 11,057, of 7,167,832 3,027,000 8.37 
1883.. ... 18,513,656 11 ‘001. 7,511,802 3,498,806 8.11 
LL 14,843,584 9, 133, Sot 5,710,062 3,720,670 4.02 
2086.:...: 14,088,457 9,247, 1081 4,841,376 893, 1.92 


The decrease in gross earnings since 1884 is less than 
on most roads, but this is probably because the de- 
crease the year before had beenenormous. Since 1883 
the decrease has been no less than $4,425,199, or 24 per 
cent. So with the expenses. There was an increase 


in these, there having been an enormous decrease from. 


1883 to 1884, leaving the decrease from 1883 to 1885 16 
per cent. So two-thirds of the decrease in net earn- 
ings since 1888 was from 1883 to 1884. 

Since 1881 this company’s profits available for divi- 
dends have fallen off from $3,967,587 to $948,376. Of 
the total decrease of $3,019,211, $1,851,586 has been 
due to a decrease in net earnings, and no less than 
$1,167,625 to an increase in fixed charges. It requires 
now one-sixth more net earnings than formerly to 
yield 8 per cent. on the company’s stock. The net 
earnings of 1881 last year would have yielded $5.66 
per share instead of $8.02. 

The future of this company’s stock depends largely 
on the settlement to be made with the Nickel Plate. 
The large investments made in that company’s stock 
have, of course, yielded no income and have not pre- 
vented a great decrease in the Lake Shore’s profit, the 
fear of which decrease was the cause of acquiring it. 
The reorganization of that company will probably 
greatly reduce its fixed charges, but it is at least 
possible that it might annihilate that part of its 
securities which the Lake Shore owns. It is its inter- 
est to have some arrangement made which will enable 
it to get some profit out of the traffic which goes over 


the Nickel Plate. It seems generally supposed that it 
will obtain the road by guaranteeing a certain rate of 
interest on the Nickel Plate firsts, but the difficulty is 
to get it for a rate not in excess of the probable net 
earnings. If such an arrangement is made, it must 
still further increase the Lake Shore’s fixed charges, 
though it may, at the same time, increase its profits. 
THE MICHIGAN CENTRAL. 

The Michigan Central barely earned its and the Can- 
ada Southern’s fixed charges in 1884. We said then 
that it could not afford to have its business get any 
worse. It is, however, considering the experience of 
other railroads, somewhat surprising to see that it did 
not do worse, but substantially the same, the profit 
per share being 294 cents for the Michigan Central and 
18 cents for the Canada Southern this year, against 22 
cents and 13 cents in 1884—next to nothing in both 
years. 

The aggregate gross and net earnings, expenses, 
fixed charges and surplus of the two roads for the last 
seven years have been : 


Gross Net Fixed 
Year earnings. Expenses. earnings. charges. Surplus 
1878...... $9,352, — $6,437,497 — :9'5,470 $1,969,773 $945,092 
10,342.160 7,147,683 4,477 1,979,235 1,215 242 
1880......12.657. Osd 8,145. — ry 511,962 1.977.230 2,534,732 
1881... ..12.169,746 9404443 2.765,303 2,371,551 | "393.752 
1882 .. . :12,330, 040 9,268, bon 3,061,135 2,486,602 580,533 
1883...... 14,009,767 9. 741 *639 4,268,128 2,433,416 1,834,712 
1884..... 11,659,077 8,959.1 32 2,699.945 2.638.602 61.343 
1885......10,755, "000 8,005,000 2,750,0.0 2,667,000 83,000 


Thus, compared with 1884 there was last year a de- 
crease of $904,077 (73 per cent.) in gross earnings, a 
decrease of $944,132 (104 per cent.) in expenses, and 
an increase of $50,055 (13 per cent.) in net earnings, 
Most of this increase in net earnings, however, was 
offset by an increase of $28,398 in fixed charges, leav- 
ing the gain in divisible surplus only $14,434. 

There are striking differences between this and the 
Lake Shore last year. The Michigan lost one-fifth 
more in gross earnings (7? per cent. against the Lake 
Shore’s 5 per cent.), but it had a decrease of $944,000 
(104 per cent.) in working expenses, while the Lake 
Shore had an increase of $113,560 (1.2 per cent.), so 
that while the Lake Shore suffered a loss of $868,687 
(15.2 per cent.) in net earnings, the Michigan Central 
made a guin of $50,055 (14 per cent.) This is very 
largely explained by what happened the year before, 
when the Lake Shore had much the larger decrease 
in gross earnings and espe’ially in expenses. This 
will appear more clearly by the following statement 
of the decrease on each road, from 1883 to 1884, and 
from 1884 to 1835, as follows: 


Decrease in 


gross earnings: 1883 to 1884, 1884 to 1885. 1883 to 1885. 
Michigan Central... ...$2,350,690 $904,077 $3,254,767 
2 ea 16.7 7.9 232 
Lake Shore ..... ... .. 3,670,072 755,127 4,425,199 
PUP GONE... 5 cccces 19.8 5.1 23.9 
— in 
expe $ 
Michigan ( ¢ ‘entral SKeceae 782,507 954,132 1,736,639 
3, eee 10.6 17. 
Lake Shore...... . 1,868, 433 (Inc. ) 113, Ke 1,754,773 
TS eae 17.0 16.0 


Thus, though the changes on the bias ‘roads are very 
different in either yeur for the two years, they are 
quite similar, the Lake Shore suffering especially in 
1884 and the Michigan Central in 1885. 

In both these years nothing but the contract made 
with the Michigan Central in 1883 saved the 
Canada Southern from bankruptcy. In these two 
years of profitless through traffic the large local 
traffic of the Michigan Central has supplied the means 
for paying the fixed charges of both roads. A year of 
good through traffic. on the other hand, would swell 
the divisible surplus of the Michigan Central at the 
expense of the Canada Southern. 

The Michigan Central does not make quarterly re- 
ports, but it makes an approximate statement of earn- 
ings and expenses in the first half of the year, which 
enables us to make one for the last half; and this is 
especially interesting now, because we wish to know 
what is the recent course of the business of the road— 
whether it, like the Lake Shore, has an important im- 
provement in the last half of the year over the first 


half. Now the figures for the two half years are: 
== Prior Surpiue or 
1885: Bepense. Net earn. sia deficit. 
First half. $4,973,000 $3,586,000 $1,078,000 000 Def. $233,000 
= ha —_ cone 5,782,000 4,019,000 15672,000 447,000 Sur. 316,000 
First half.. &. 6(3,000 4,216,000 = 1,°87,000 = 1,280,000 Sur. 107,000 
nalf..... 6,056,0 77 4,743, "132 1,312,045 1,358,602 Def. 45,657 


* This shows that, compared with 1884, there was a 
decrease in gross earnings of $630,000 (11 per cent.) in 
the first half of the year, and a decrease of $274,077 
(44 per cent.) in the last half of the year, while the 
Lake Shore lost also 11 per cent. in the first half, but 
gained a little more than 4 per cent. ($44,167) in the 
last half ; so that, as far as gross earnings are con™ 
cerned, the Lake Shore has made. the greater improve- 
ment. But the reverse is true with the working ex- 
penses, the decrease on the Michigan Central having 
been $330,000 (7.8 per cent.) in the first half of the 
year and $724,132 (15.3 per cent.) in the last half ; 
while the Lake Shore had an increase in both halves— 





2.2 per cent. in the first and about } per cent. ($16,372) 
in the second. 


The result of this is that in the net earnings 
The Lake Shore k.st $896,482 = a Se. (Co in the Ist half of 1885. 
The Mich. Cen. “ 360,000 = 
The L’ke Sh’e gained 28,205 = *. $ ” “ 2d half ~ 
The Mich, Cen. 359,055 = =373.* rs bid ° 

So thatin spite of the sorry appearance of the re- 
sult of the whole year, the Michigan Central is shown 
to have made much the greater gain in net earnings in 
the latter part of the year, while it lost much less in 
the first half—chiefly due, as shown before, to its hav- 
ing made the greater decline in 1884. The Michigan 
Central’s profits over fixed charges in the last half of 
1885 were $316,000, and its two-thirds of that amount 
amounts to $1.12 per share of its stock, while the Can- 
ada Southern’s one-third is 70 cents per share of its 
stock. This only shows what the results of the recent 
course of business is producing, for of course most of 
the profits of the last half of the year was absorbed by 
the deficit of the first half. It is only in the last three 
months of this last half-year that business can be said 
to have been even fairly good, and for this reason, and 
also because expenses were probably not altogether 
normal then, it is hardly safe to make any estimate of 
probable returns in 1886, based on the profits in the 
the last half of 1885, though it is perfectly safe to say 
that a large improvement over the first half of last 
year is almost certain, and the prospect for the second 
half is favorable so far as we can see; prices and the 
next harvest may make an immense difference. 

The gross and net earnings, working expenses and 
divisible surplus of the combined Michigan Central 
and Canada Southern in the last half of the last eight 


years has been : 


Gross earnings. res os: Net earnings. Surplus. 
: 3.26 


ae $5,187,003 34,634 $1,922,360 $905,771 
1879. 5,805,104 3,878,365 1,926,729 920,510 
|= 6 294,529 4.126.071 2,168,458 1,218,148 
1881 .... 6,145,059 5,001,631 1.143,428 *35,811 
Se 6 889,708 4,795,858 2,093,850 853.493 
ccs 0s 7,269,767 5,150,639 2,119,128 895,712 
as 6. 07 56. 077 4,743,132 1,312,945 *45.657 
1885........ 5. 782,000 4,019,000 1,672,000 316,000 
* Deficit. 


Thus the gross earnings were less last year than in 
any other since 1878, the working expenses the small- 
est since 1879, the net earnings and the divisible sur- 
plus sinaller than in any other year of the eight ex- 
cept 1881 and 1884. The decrease in expenses has 
been so very large that it is hardly probable that they 
kept down at the rate of last year, though until we 
have the full report, with the details of expenses, no 
positive opinion can be ventured. The decrease in 
them since 1883 has been 22 per cent. On many roads 
we may expect unusually large expenditures in 1886, 
(if earnings keep up), simply because nothing was 
spent that could be helped for the last two or three 
years. The Michigan Central, however, seems to have 
spent more than usual for maintenance in 1883 and 
1884, and this probably helped it to make the large 


7.9| reduction in 1885. 


THE NEW YORK CENTRAL. 
While for several years the Lake Shore and the 


Michigan Central have made half-yearly statements of 
earnings, expenses, etc., a few days before the close 
of each half-year, the New York Central has never 
done so until.last week. The quarterly reports to the 
Railroad Commissioners have supplied the informa- 
tion for two years past, but not until two months or 
so after the close of each quarter. The company had 
so unfavorable a fiscal year (to Sept. 30) that later 
information was especially desirable, that we might 
see how far it had profited by the revival of business 
and the restoration of rates which date from very near 
the close of its fiscal year. 

This is afforded in a statement made at the time of 
declaring a dividend of 1 per cent., which is not for 
the half-year, but for the quarter ending with Decem- 
ber last, and. of course, like the Lake Shore and the 
Michigan Central statements, is partly estimated. 

The changes shown, compared with 1884, are all tri- 
fling—an increase of } per cent. in gross earnings, 
of § per cent. in expenses and of only $2,916 (one- 
tenth of 1 per cent.) in net earnings. But there was 
a decrease of $33,000 in the fixed charges, and an in- 
crease in the surplus available for dividends from 
$1.54 to $1.58; and as the profit reported was but 52} 
cents per share in the first quarter of 1885, 27 cents in 
the second and 10 cents in the third—90 cents in the 
first nine months of 1885—the improvement is very 
great indeed. It makes the profits for the calendar 
year $2.48 per share, while the dividends declared 
were $3. 

The earnings, expenses, etc., in the first quarter of 
this company’s fiscal year (ending Dec. 31) have been, 
for the three years that they have been reported : 


1885 1884. 1883. 

Gross carvings......------ $3 5qn.000  *soasoos — *4,681.700 
: Net earnings .. ... .... $2,880,000 $2. 87,084 $3.22, 232,329 
ae: ae 2 ‘sr7 084 1'es7' 329 
pivideede ee ceed otis 1 atin 4:5 ae 
Per share.......... ...: + $1.00 $1.50 2.00 





Compared with last year we have seen that there 
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was very little change in anything ; compared with 
1883, which was not a good year for this road, there is: 
A decrease of sees eee $1,068,428 = 13 5 p. cc., in gross earnings. 


sank s*thee 715,799 = 18 “expenses. 
ie: Rat) ihaae 352,329 = 10.9 ‘“ *“ net earnings. 
An increase of....... 72.000 = 5.2 “* “ priorcharges. 


A decrease “ 4243 9=231 “« « surplus. 

In 1883 the West Shore was not opened through, but 
there was a considerable diversion of traffic byjthe Erie 
in one or two months of the quarter, in which the 
New York Central has usually had much more than 
its average profits. The demoralization of rates was 
not general throughout the quarter in 1884, though 
nearly all that quarter the cent-a-mile local rate was 
applied. On the other hand, rates were not restored 
during the whole quarter in 1885, though the local 
passenger rate was. Thus the profits last quarter 
were below what they may be expected to be in the 
average last three months of the year. 

Besides the figures given above, we are able to give 
the gross earnings of the corresponding three months 
in the three years from 1878 to 1880. They have been 
for the six years reported : 


1878. 1879 1880. 1883. 1884. 1885. 
$7,575,789 $8,546,628 $8,976,145 $7,914, 128 $6,810,170 $6,846,000 

The decrease since 1880 is no less than $2,130,145, or 
234 per cert., but the times were extraordinarily fa- 
vorable in the last quarter of both 1879 and 1880, and 
the company’s profits per share in this quarter in 1880 
must have been about $3.25. 

The profits of this company hereafter are involved 
with those of the West Shore. Should that road not 
be able to earn the interest on its bonds, the New 
York Central must make up the deticit, at the expense 
of its stockholders: but, on the other hand, should 
the West Shore make a profit over its very light fixed 
charges, it will go to increase the New York Central 
dividends. What the result will be depends so much 
on the action of the New York Central itself that it is 
impossible to foresee it. The Central can, very largely, 
determine how much traffic shall pass over the West 
Shore. If it so chooses, it can doubtless give it so 
much that its net earnings would pay its fixed charges 
two or three times over; but this might reduce the 
New York Central’s earnings on its own road to a cor- 
responding extent. The circumstances are scarcely 
conceivable (unless an additional New York-Buffalo 
road should be built) which would make the net 
earnings of the two roads less than they were last 
year, and a large increase is to be expected this year. 








Threatened Strike on the Elevated Railroads. 


The enginemen employed on the New York Elevated 
railroads last week presented a statement of griev- 
ances, in which they asked for certain changes to be 
made in their favor, the most important being a short- 
ening of the hours of labor. This statement was re- 
ceived by the General Manager with the assurance 
that it should receive consideration, and it was agreed 
that on Wednesday of this week he would receive a 
committee of the men, together with Mr. P. 
M. Arthur, the chief of the national Brother- 
hood of Locomotive Engineers, that they might 
present the reasons why their requests should 
be granted. Mr. Arthur is the authorized agent 
of the enginemen for conducting negotiations when 
the members of the Brotherhood have any con- 
troversy with a company employing them. It is a 
rule of the Brotherhood that the men must never 
strike until their case has been submitted to the 
Brotherhood as a whole, and until it has declared that 
a strike is justifiable, and the Brotherhood’s chief 
officer conducts the investigations for it, as well as the 
negotiations by which it is attempted to settle the 
difficulty. 

The interview with Mr. Arthur being appointed for 
Wednesday, the General Manager on Tuesday gave 
orders to cease running trains after that day on two 
of the four elevated lines, notifying the public that 
this was done because ‘‘a number of the engineers 
and firemen have expressed dissatisfaction with the 
prescribed hours of Jabor,” and that the two lines in 
question would remain closed until further notice. 

This action of the Manhattan Railway Company is 
a high-handed proceeding such as no railroad company 
has ever before ventured upon, we believe, and such 
as ought to render it liable to the forfeiture of its 
franchises. It deliberately suspended the operation 
of two of its lines, not because its employés had done 
anything which in the slightest degree hindered the 
running of trains, or because any of them had refused 
to work on the terms which they had accepted there- 
tofore, but apparently because it was afraid they would 
leave its employment. The men had done absolutely 





nothing except to ask for better terms. and they had 


been promised that their request should receive con- 
sideration, An interview with their chosen agent had 
beer appointed; no threats of any kind had been 
made when the order to saspend the running of trains 





on the Second and Ninth avenue roads was given. 
The company could hardly have conttived to put 
itself so completely in the wrong with regard to the 
public, which has granted it the franchises for its roads 
in order that it might be able to ride over them, at all 
reasonable times, not as may suit the company’s 
pleasure. 

At the same time, the day before the time appointed 
for an interview with the agents of its men, the com- 
pany circulated a paper for signature among its engine- 
men which, for arrogance, is worthy of a master of 
slaves, not of an employer of free workmen, equal par- 
ties to the contra2t of employment. ‘‘ Inasmuch as a 
number of engineers and firemen employed by this com- 
pany have expressed dissatisfaction with the prescribed 
hours of labor,” says this precious document, ‘‘ the 
time has come when the interests of this company de- 
mand that it should know at once who is for it or 
against it, and to that end engineers and firemen must 
immediately sign their names to this paper, thereby 
asserting their fealty to the corporation from which 
they derive the means to support themselves and their 
families.” It would require some ingenuity to devise 
means more likely to lead men to strike than this in- 
sulting paper. Ifthe men had no grievance in their 
service, this would be all-sufficient. No man will will- 
ingly work for an employer who publicly addresses 
him in this way. 

As to the merits of the men’s claims, we express no 
opinion. The service on the elevated railroads is very 
different from that on ordinary railroads. The hours 
are much longer, but the work is not so exhausting as 
on other passenger trains. But whatever the merits 
of the case. the men deserved that they and their 
chosen agents should have a respectful hearing, and 
be treated as free men and equals, whose pay is not a 
bounty, and who owe their employer nothing but 
faithful service on terms freely agreed upon between 
them, for such termsas they have contracted. 

As we write, the outcome is uncertain. One of the 
Railroad Commissioners notified the company that in 
suspending the operation of the roads it had violated 
the conditions of its franchise, and after they had been 
closed a few hours the trains were again started on 
them. At the interview Wednesday the represen- 
tatives of (he men were told that action of the direc- 
tors was necessary before the officers could promise 
any changes, and an answer was promised for Thurs- 
day. It seems probable that the management of the 
company has attained to a realizing sense of the blun- 
ders it has committed, but it is fearful to think that 
the most indispensable means of transit in this great 
city are at the mercy of those who are capable of such 
blunders. 








Dropping Unprofitable Traffic. 


We noted recently in connection with the New York, 
Lake Erie & Western report that the company made a 
good deal of money last year by not doing unprofit- 
able business. A still more striking instance is the 
New York & New England, which from 1883 to 1885 
lost nearly one-third of its freight traffic, yet, with a 
gain of less than 10 per cent. in its passenger traffic, 
increased its net earnings 144 per cent., from $405,128 
to $987,229. Through rates averag-d much less last 
year than in 1883, but the New York & New 
England escaped the loss by not doing the busi- 
ness—that is, the very low-priced through freight, 
getting an average rate of 0.964 cent per ton 
per mile on what it reports as_ through 
(which includes a large amount of local freight inter- 
changed with other roads), against 0.806 cent in 1884 
and 10.773 in 1883. This part of the traffic was nearly 
as large a part last year as in 1833—65.6 per cent. of 
the whole, against 67.5, which indicates a decrease in 
the purely local ton mileage from 52 millions of ton- 
miles in 1882 to 49.8 in 1883, 36.7 in 1884 and 37 mill- 
ions in 1885—indicating some change in the definition 
of local freights since 1883, unless the decrease of the 
coal carried from Newburg accounts for the great 
decrease. This leaves as the through freight, in 
millions of ton-miles : 


1882. 1883. 1884. 18%. 
51.7 103.4 101.8 70.6 


By the rates in the different years the through and 
the local freight yielded: 


1882. 1883. 1884. 1885. 
Through..... $383,614 $799,282 $820,408 $680,584 
BIOORE cs senis 1,454,276 1,315,242 1,135,278 1,169,682 


It is probable that what is reported as ‘‘ through” 
freight (in accordance with the Massachusetts form of 
report) includes all the actual through movement (be- 
tween Newburg and New York on the West and Bos 
ton on the East), and a considerable more. As the 
through rate last year (when it was highest) was 0.964 
cent, against a local rate of 3.156 cents per ton per mile, 
we may safely say that comparatively a small part of 
the profits are now from the through business, while 


formerly, doubtless, it caused a loss. The average ex 
pense per ton per mile, in spite of the great decrease 
of 27 per cent. total expenses since 1883, is but not 
much less than then (1.230 cents against 1.266—a 
decrease of 3 per cent.), but the increase in the average 
rate (by declining low-rate traffic) from 1.38 to 1.72 
certs, has caused the profit per ton per mile to in- 
crease from 0.114 to 0.490 cent—more than quadrupled 
it. With passenger traffic it is different ; the average 
rate has decreased 6 per cent. since 1883, and the 
average cost has decreased 24 per cent., making an 
increase in the profit from 0.07 to 0.42 cent per passen- 
ger mile—a gain of 500 per cent. 

The passenger traffic, though 94 per cent. more last 
year than in 1883, was carried with 6% per cent. less 
train miles, and the decrease of 30 per cent. in freight 
traffic resulted in a decrease of 29 per cent. in freight 
train miles. This has had more to do with the de- 
crease in expenses than the reduction of the cost per 
train mile from $1.18 in 1883 to $1.05 last year. This 
road takes but a very light freight train load, the 
largest average (in 1884) being but 122} tons. Thus a 
road which, like the Erie, carries an average of 256 
tons, can make a profit on business at rates which 
would be ruinous to the New York & New England. 
The latter, however, is very little behind the Boston & 
Albany in its average train load. 








The Senate Committee on Inter-state Commerce, 
which has been taking testimony in many parts of 
the country since last year’s session of Congress, is 
expected to submit its report in the course of a week 
or so, and with it a bill for the regulation of inter- 
state commerce. The committee seems to have been 
in search of opinions rather than facts, and it has 
taken into consideration those of a very large number 
of persons, many of them very well informed. 

The bill which it will report is, perhaps, not yet 
finally decided upon, but it is reported that it will 
certainly provide for a National Railroad Commission, 
with full powers to investigate complaints of abuses, 
and also with authority to enforce the provisions of 
the proposed law to regulate inter-state commerce. 

It has long seemed to us that such a commission is 
desirable, but it is noi probable that it can do much 
toward ‘‘regulation” until it has existed for some 
time. Very probably the committee will attempt to 
embody in law specifically what the commission shall 
do and prohibit the doing of. If so, it will in all 
probability fail. The commission itself should be a 
thousand times better qualified to discover what 
needs to be done, and how it should be effected. It 
will receive and investigate the specific complaints, 
and so will know, as no investigating committee 
can, what is wrong and how far it is wrong. 
The fact is, there is scarcely any law which, 
if universally applied, would not in a great many 
cases work injustice, and, therefore, the best that a 
legislative body can do is to declare generally against 
‘* unjust discrimination,” erect a truly judicial tribunal 
with a member expert in traffic management, and 
leave a wide discretion to this tribunal to de- 
clare under each particular case what is just 
or unjust. In course of time this tribunal would 
probably develop a sort of transportation ‘*com- 
mon law,” but it cannot be manufactured a 
priori on a basis of general principles. A national 
commission of first-rate men—men of the quality of 
Supreme Court judges—if it does nothing else will 
teach the country more as to what can be done and 
ought to be done for the regulation of transportation 
than it is ever likely to learn otherwise. 








The New York, Lake Erie & Western report for No- 
vember shows an important increase in gross earnings 
over 1884, and in spite of a considerable increase in 
the working expenses, which is of itself a favorable 
sign, it has an increase of $122,149 (25 per cent.) 


in its net earnings after paying the rental 
of its leased Ohio road. These net earnings 
do not reach those of the four years from 


1880 to 1883, but they exceed those of the three years 
previous. For the nine years since the reorganization 
the net earnings (after paying rental of the New York, 
Pennsylvania & Ohio for the three years that it has 
been leased) have been in November and the two 


months of the fiscal year ending with November : 
Year. Nov. Two mos. | Year. Nov. Two mcs. 
ae $608,354 $1,212,907 | 1882......$757,206 $1,400,535 
IBIS... 518.081 1,137,568 | 1883...... 703.079 1,546,446 
1879 558.197 1,273,919 | 1884...... 487,825 1,115.667 
Te 745.604 1,632,108} 1585...... 609,973 1,284,383 
iar’ ..... 639,582 1,265,260 | 


For the two months the net earnings were thus 
$168,716 (15 per cent.) more in 1885 than in 1884, but 
were 17 per cent. less than in 183, 8 per cent. less 
than in 1882, and 21 per cent. less than in 1880, when 





they were largest, 
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November Earnings of the Chicago, Burlington & 
Quincy. 


The mileage, gross and net earnings, and working expenses 
of this company in November have been : 


Gross Net 
Year Miles. earnings. Expenses. earnings 
1880 2.712 837, 858,206 $979,654 
_ ee 3,168 1,816,133 912,980 903,153 
1882 3,229 2,190,421 859,559 1,330,862 
Sena hess. sa 3,284 2.562.774 1,074,709 1,488,065 
18384. 3,467 2,233,891 1.088,845 1,145,046 
1885 . 3.572 2,318,052 1,068,963 1,249, 

Compared with 1884 the changes in 1885 are : 
Gross Net 
earnings Expenses. earnings. 

Amount.... Inc. $82, rel Dec. $19,882 Inc. $104,043 
Per ceat. 3.7 1.8 9.0 


Thus, a a “emall increase in earnings, together with a small 
decrease in expenses, makes a large increase in net earnings. 

Compared with 1883 there is a decrease in everything, as 
follows : 


Net earn. 
eT 


Gross earn. 
Amouct.. - $244,722 
POR GOR. a oisinn: e00 oes 000s 9.5 


The decrease in net earnings since 1883 is thus very large, 
and the net earnings last November were also less than in 
1882, since which time more than 10 per cent. has been added 
to the mileage. 

The course of earnings from month to month last year on 
this road was quite different from that on most Western 
roads. It made gains over 1884 in January, March, April, 
May, July, October and November, and losses in the other 
months ; the gains were very large in January and March ; 
the loss large only in August. Its working expenses were 
larger than in 1884 in every month except November, and 
often much larger, while other roads have generally reported 
large reductions. 

For the eleven months ending with November the earn- 
ings and expenses have been : 


Expenses. 
2,746 
0.5 


Yeur Gross earpings. Expenses Net earnings. 
eee ..$18.902,475 $3,681,492 220,983 
See . 19,270,965 8 703, 162 9.567.803 
1882 . 19,514,744 9,892,698 9,622.046 
1883..... . 23 939;461 11,781,502 12,157,949 
1884..... ....... 23,423,313 12,056,228 11,367,085 
| ea 24,2 26,450 12,860,015 11,366,435 


Thus the gross earnings were larger last y ear than ever 
before, but the increase inexpensesover 1884 was nearly the 
same as the increase in gross earnings, leaving the net earn- 
ings almost identically the same ($650 less) as in 1884, and 
$791,514 (614 per cent.) less than in 1883, but much more 
than in any previous year. 

December is not likely to change the result much, as it was 
n10t so unfavorable as November in 1884, so that so large a 
gain in net earnings is not to be expected. From 1883 to 
1884 these fell off $343,019 in November, but only $123,372 
in December. Practically the same net earnings are to be 
expected for the year 1885 as for 1884. 

An increase of its capital stock at the beginning of 1884 
requires $560,000 more for dividends for 1885, but as the 
company after transferring $938,000 to sinking funds and 
$500,000 to renewal fund from the profits of 1884 had a sur- 
plus of $1,640,000, the profits in 1885 are likely to be largely 
in excess of the dividends—probably $3 per share more than 
the $8 paid. 








Earnings for December and the Year. 


December earnings have been reported so far by 17 rail- 
roads, which in the aggregate had : 


1885 884. Increase. P. c. 
Earnings.......... . $10,105,738 $9, oye, 330 $431,408 4.5 


Only one of the 17 roads (the Louisville & Nashville) re- 
ports any decrease in earnings, but considerably more than 


previous years. Until September the decreases from 1884 
were large, and there was a small decrease in October. The 
last year was more unfavorable than any of the four pre- 
ceding, the decrease from 1884 being 814 per cent., and 
from 1883 and 1882 24 per cent. 

The Evansville & Terre Haute’s earnings — 


1881. 1882. 183.3. 1885. 
- $52,705 $59,982 $59,976 $56.00 906 $60,600 
. .688,7 7 $26,428 751,691 TAL, 108 734,246 


Last December the earnings were larger than ever before» 
but nearly the same as in 1882 and 1883. For the year the 
earnings were the smallest since 1881, but only 1 per cent. 
less than in 1884. 

The December earvings of the Illinois lines and the South- 
ern Division of the Illinois Central have been : 


1881. 1882. 1883. 18*4, 1885. 
$1,030,872 $1,174,809 $1,021,574 $1,087,467 $1.108 496 
This is an increase last month of 2 per cent. over 1881 and 


814 per cent. over 1883, but a decrease from 1882. There 
has been some gain by these lines in every month of 1885 


6.1 | except November, but it has generally been small. The gains 


have been made by the Illinois lines, while the Southern 
Division has suffered a decrease, which at times has been 
large. The earnings of these lines for the year have been : 
1881. 1882. 1883. 1884. 1885. 
$10,775,140 $10.806,765 $11,039,633 $10,478.442 $10,878,172 
The earnings last year were $400,000 (33¢ per cent.) more 
than in 1884, but they differ very little from those of the 
three previous years. There has been considerable addition 
to the mileage (in Mississippi) since 1883, which would never 
be suspected from the earnings. 

The Iowa lines of the Illinois Central report for December: 
1881 1882. 1883. 1884. 1885. 
$180,389 $156,880 $758,754 $142,198 $151,088 

The earnings were larger last December than the year be- 
fore, but less than in the other three years. These Iowa 
lines have recently had the benefit, whatever it may be, of 
a share of the through business between Chicago and St- 
Paul, through the opening of the Minnesota & Northwestern. 
The earnings of these lines for the year have been : 

1881. 1882, 1883. 1884. 1885. 
$1,852,439 $1,945,532 2,025,109 = $1,712,359 $1,635,617 

Thus, the earnings were less last year than in any other of 
the five, 41g per cent. less than in 1884 and 19 per cent. 
less than in 1882. 

The Louisville & Nashville earned in a : 


1881. 1882. 1883. 1§85 
$1,153,779 $1,221,509 $1,272,924 $1,: et 1: 27 «= $1,156,936 
Thus, the decrease is considerable last year from the three 


years previous, and from 1884 it is noless than 9% per cent. 
The increase or decrease compared with 1884 has been, in re- 


cent months : 
July. Aug. Sons. Oct. Nov. Dec-m. 
Dec Dec. Dec. Dec. Dec. 
$2.77 $39,826 si ry 1 $29,374 $88,340 $125,197 


For the first half of the year there was an increase of 
$249,010, and an increase was confidently expected for the 
last half of the year, but the Southern roads have been mak- 
ing disappointing returns. 

The earnings of the Chicago, Milwaukeee & St. Paul Rail- 
way in December for five years have been : 


1881. 1882. 1883. 1884. 1885 
$1,854,269 $1,964,709 $2,150,913 $2,218,998 $2,335,000 
The earnings in 1885 were 514 per cent. more than in 1884, 
when they were larger than in any previous year. The gain 
in successive months of 1885 has been: 
Sept. Oct. Nov. Dec. 
$71,759 $352,204 $329,123 $116,002 
In each of the five months previous to September there had 


been some decrease in earnings, but there is a considerable 
increase for the whole year; the total earnings and earnings 


$4,337 last year, which is $1,956 less than the Northwest- 
ern’s, but only $615 less than the Milwaukee & St. Paul’s. 
The Northern Pacific has earned in December : 


1881. 882. 1883. 1884 1885. 
$391,286 $555,058 $856,184 $758,229 $801,823 

The earnings in 1885 were 5%{ per cent. more than last 
year, but 6 per cent. less than in 1883. The company is 
working 238 more miles of road than last year. 

The company has had gains and losses in recent months 
as follows : 


Jaly. Aug. Sept. Oct. Nov. pee 
Dec Dec. Dee. Inc. Ine. 
22.497 $61,313 $11,605 $60,774 $134,683 siz 1595 


The earnings for the entire year bave been : 

1881. 188°. 1883. 1884. 1885. 
$4,070,224 $6,984,897 $10,149,050 $12,613,305 $11,377,855 

The road was open through only a few months in 1883. 
The decrease from 1884 to 1885 is $1,255,450, or 10 per 
cent., 18&4 including the extraordinary earnings due to the 
rush to the Coeur d’Alene mines, 

The St. Paul & Duluth has earned : 


1881. 1882. 1883, 1884. ‘ 
December .. $76,779 — $92,873 $38 413 $114, 510 $i: 26 £86 
"a BET 733,862 1,109) S41) 1,328,528 1,317, 315 1,385,184 


The gain last December over 1884 was 10 per cent., and 
the gain for the year was5 percent. The road has made 
Jarge gains in every month since August. 

The Oregon Railway & Navigation Co. reports the enor- 
mous gain of 93 per cent., from $252,034 to $487,000, in 
December, but for two or three weeks uf the month in 1884 
the main line was blockaded by snow so that no train got 
through. 

The Chicago & Alton’s December earnings have been : 


885. 


1881. 1882. 1883. 1884. 1 
$646 812 $701,066 $749,220 $692,712 $707,926 
Thus the earnings in 1885 were larger than in any 
other except 1883, and 2! per cent. more than in 1884. 
This road has had gains and losses as follows in 1885 : 

July. Aug. Sept. Oct. Dec. 
Dec. Dec. Dec. Dec. Dec. Inc. 
$70,360 $135,506 $162,673 $143,502 $18,338 $15,214 

The change from the very serious losses previous to 
November to the very small gain in December is im 
portant, especially as the Becember earnings compare 
well not only with 1884, but with 1881 and 1882. But the 
change is too late to prevent an unfavorable result for the 
whole year, when the earnings were : 


Nov. 


1881. 1882. 1883. 1884. 1885. 
$7,557,740 $8,215,495 $8,810,610 $8,709,274 $7,076,601 

Thus, the earnings \ast year were less than in any other 
since 1881, and 8.4 per cent. less than in 1884. Thedecrease 
from 1884 amounts to $732,673; in that year after paying 
all charges and dividends the company had a surplus of 
$2,159,433. 

The St. Louis & San Francisco reports for December : 
1881. 1882. 1883. 1884. 1885. 
$300,166 $313,205 $421,180 $375,578 $376,900 

Thus the earnings last December were very nearly the 
same as the year before, but were 10!¢ per cent. Jess than in 
1883. In November this road had a large gain (18 per cent.) 
over 1884, butin every other month of the year since Apri 

here has been a decrease. For the entire year its earnings 
7 been : 
1881. 1882. 1883. 1834. 1885. 
$3,160,523 $3,672,241 $3,896,565 $4,645. 596 $4,398,300 

Tke decrease from 1884 is $245,296, or 514 per cent. 
There is a gain of 13 per cent. over 1883 ; but there has also 
been a considerable increase in mileage. 

The December earnings of the Denver & Rio Grande hav 
been : 


1881. 1882. 1883. 1884. 


5 1885. 
$681,385 $448,816 $494,120 $413,924 


$479,580 


half of the total gain was by the Oregon Railroad & Naviga-| per mile having been: The increase last month over 1664 is 16 per cent. The 
tion Co., whose road was blockaded more than half the month ~- ening $.-—— | —— -—-— eo - aaa months have = ; XN D 
ati si . i uly. ug. Sept. ct. Nov. ec. 
oe Omitting this, the gain would be less than 2 per a _$13, tee, <— P nes | i rites Per mile. sites shits gssbbe gnitee g12db02 genase 
cent. 1881 ... 17,025,462 4,445 | 1854.... 23,470,998 4,910) The gain was small in the first five months of the year. 
Below we have compared the December earnings and also | 1*82... 20,386,726 4,746 | 1885.... 24,414,000" 4,952 —- : 


the earnings for the year ending with December for five suc- 
cessive years. It will be found that while the gains are gen- 
eral in December, for the most part they are smaller than in 
November, and some of the roads earned less for the whole 
year in 1885 than for several years previously. 

The Long Island Railroad has earned in December : 

1881. 82 1883. 1884. 1885. 
$141,335 $156,980 $154,748 $171,827 $179,603 

Thus the earnings were larger last December than ever be- 
fore, and 414 per cent. more than in 1884. It has had small 
sains in nearly every month of the year except June and 
August, and its earnings for the whole year have been : 

1881. 1882. 1883. 188°. 1885. 

$1,946.668 $2,417,057 $2,635,090 $2,756,232 $2,854,099 

The earnings in 1885 were larger than ever before, and 334 
per cent. more than in 1884. 

The Chicago . Eastern Illinois earned in December: 
1881. §82. 1883. 1884. 1885. 
$153,113 $139, 458 $140,040 $152,985 $160,800 

Thus the earnings in 1885 were larger than ever before, 
and no less than 21 per cent. more than in 1884. The great 
improvement indicates a larger demand for coal, which 
affords the chief traffic of this road. The gain was larger in 
December than in any other month. For the whole year the 
earnings have been : 
1881. 1882. 1883, 1884, 1885. 
$1,638,594 $1,784,093 $1,459.257 $1,546,115 $1,661,800 

There was last year a gain of 714 per cent., but the earn- 
ings were nearly the same as in 1883 and 7 per cent. less 
than in 1882. 

The Detroit, Lansing & Northern hasearned in December 
and for the year : 


1881. 1882, 1883. 1884. 1885 
Dec ... .. $127,141 $121,510 $106.702 — $87,868 — $90,655 
Year.... .1,377,699 1,597,143 1,396,445 1,328,591 1,213,074 


There was a slight increase over 1884 in last December's 
earnings, but they remaiped very much below those of 





The increase over 1884 is 4 per cent. in the total and % 
per cent. per mile of road. 
The Chicago & Northwestern has earned in November: 


1884. 1885 
$1.951,746 $1,979,0C0 
per cent., but over 1883 12 


1881 1882. 1883. 
$1,855,476 $1,826,929 $1,760,556 

The gain over 1884 is but 1g 
per cent. 

The gains in each of the last four months have been: 

Sept. Oct. Nov Dec. 

$36,386 $269,757 $265,691 $27,254 

Thus the gain last month was trifling compared with the 
October and November gains. 

For the year the company’s total earnings and earnings per 
mile have been : 


~ rs - -— -—-—- Earnings -——— 
Year. Per mile. Year. otal. Perc mile. 
1880.. _.$19.496,000 $7,902 | 1883. ..$25,024,062 $6 567 
1881.... 21,849,299 7,666 | 1384.... 23,470 998 6,176 
1882.... 23,977,668 7,259 | 1885.... 24,226,339 6,293 


The earnings have been quite uniform for the last four 
years, during which the length of road worked has increased 
from 3,100 to about 3,900 miles. 

The December earnings of the Chicago, St. Paul & Min- 
neapolis have been : 


1881. 1882. 1883. 1884. 1885. 
$432,615 $364 946 $442,987 $444,556 $467,000 
Thus the earnings this year were larger than ever before, 
and 5 per cent. more than last year. The gainsin successive 
months have been : 
July. Aug. Sept. Oct. Nov Dec. 
$2,040 $6,270 $45,016 $53,440 $59,200 $22,444 


Thus the gain was less in December than in any of the fall 
months. 
This road has earned for the year ; 


1881. 1882. 1883. 1884. 1885. 
$4,021,961 $4,462,202 $5,515,284 $5,784,931 $5,712,115 


The length of road has increased from 946 miles at the 
beginning of 1881 to 1,320 now, but there have been only 
trifling additions since 1883, The earnings per mile were 





— the entire year the earnings have been : 
881. 1882. 1883. 1884, 1885. 

$6,% 34d, 780 $6,404,980 $6,821, 978 $5,417,103 $6,123,908 

The gain over 1884 is $706,805, or 13 per cent., but the 
earnings remain less than in any of the three years previous, 
The earnings per mile were $4,650 last year. In 1881 (when 
the average length worked was 786 miles against 1,317 last 
year), the earnings per mile were $7,945 ; in 1882, $5,823 ; 
in 1884, $4,113. Such fluctuations are extraordinary. 








In answer to inquiries whether another edition of Welling- 
ton’s ‘‘ Economic Theory of the Location of Railways” will 
soon be published, we desire to say that the delay in the pub- 
lication has been due to the necessity of a revision of the 
work. The change from iron to steel rails, and from light to 
heavy engines, has made this work laborious, and the occu- 
pations of the author have left him little time for it, but the 
work is now nearly ready for publication. 








The statement in the Railroad Gazette of Jan. 1 that ‘in 
no state is any provision made by which the proportion of 
expense to be borne by each company benefited may be defi 
nitely fixed,” is not precisely true. In Massachusetts an ad- 
ditional act was passed in 1885 which authorizes one com- 
pany to establish at its own expense a system of interlocking 
signals at the crossing of its road with another, and may then 
cross with its trains without making the stop before doing so; 
and if the other company desires to avail itself of this priv- 
ilege of so crossing, and the companies cannot agree as to the 
proportion of the cost of the plant and of maintenance to be 
borne by the second, that proportion is to be decided by the 
Railroad Commissioners, It is true the act prescribes no 
rule for fixing the proportion, but it provides an impartia 
tribunal for that purpose in case the parties do not agree, 

Two of the Massachusetts corporations have taken advan: 
ta ge of thislaw. The Boston & Albany bas put in inter, 
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locking signals at the crossing of the New London Northern 
in Palmer, and at the crossing of the New Haven & North- 
ampton in Westfield, and the Boston & Maine has put them 
in at the crossing cf the Boston & Lowell in Wilmington. 
The New Haven & Northampton Company, desiring to avail 
itself of the advantages of the interlocking system, has since 
found no great difficulty in agreeing with the Boston & 
Albany as to the proportion of the cost and expense of main- 
tenance that it should pay. The fact that there was a tribu- 
nal provided to award that proportion in case of disagree 
ment probably rendered an agreement easier. Under, this 
act it is not necessary that the interlocking system should ‘*be 
adopted by both corporations.” Any road whose traffic 
demands this improvement in the mode of operating can 
adopt it at any crossing at its own expense, and the other 
road must continue the old method till by agreement, or 
award of the Commissioners, it pays a just proportion of the 
expense. 








It is rumored that contracts have been made for shipping 
200,000 to 300,000 tons of iron ore this winter from the 
Menominee iron range in Wisconsin and Michigan over the 
Chicago & Northwestern and the Lake Shore roads to Cleve~ 
land and Pittsburgh. The distance to Cleveland is 700 
miles or more, and to Pittsburgh 835. We believe that it has 
never even been suggested heretofore that any of this ore 
might be carried through by rail, though the result is that 
mining operations and the railroad from the mines to the lake 
are virtually suspended while navigation is closed. Ore is 
usually too low in price at the furnace to be able to pay the 
bare cost of transportation for so great a distance. 

It is true that anthracite, which is still cheaper, is carried 
in great quantities for greater distances; but the coal goes 
against the main current of traffic, and so goes to fill cars 
that have to be returned, whether full or empty, while the 
ore would have to go with the current of traffic, and the cars 
carrying it would have to be returned empty, so that the 
minimum rate must cover the cost of the run both ways—a 
train-load of ore from the Menominee mines to Pittsburgh 
necessitating a run of 1,670 miles. Ore must be uaousually 
high in Pittsburgh when it can pay for such a service, and 
judging from the low price of pig iron it is not now high 
enough for that. In the winter of 1879-80 it was very much 
higber than now, high enough, one might think, to afford the 
rail transportation ; but then the railroads had full occupa- 
tion for all their rolling stock at 60 per cent. more than the 
present rates, and the mine-owners were so sure of high 
prices in the spring that they would not bave been willing to 
take any part of the cost of transportation from the price at 
the mine. 








Chicago through rail shipments for the week ending Jan. 
2,including grain, flour and provisiors, for the last two 
years, and freight of all classes in previous years, have been, 
in tons : 

1880. 1881, 1882. 1883. 1884. 1885. 1886, 
46,081 59,074 73,330 58,665 37,442 29,404 34,213 

Thus the shipments this year were 13 per cent. less than 
last year, and, allowing for shipments of higher class freight 
not reported this year, were probably a third more than in 
1884, but less than in any of the three previous years. 

Shipments are likely to be reduced in the weeks containing 
Christmas and New Year’s, but more than once they have 
become exceptionally large in the last week of the year. The 
pressure which comes after the close of lake navigation is 
usually over by this time, when cutting of rates usually be 
gins to make serious trouble, if at all during the winter. So 
far rates seem to have been unusually well maintained, 
though there have been charges of cutting on shipments from 
St. Louis and interior points south of Chicago, and probably 
to some extent the charges were well founded. One indica- 
tion is that receipts of grain at Toledo and Detroit have been 
much larger recently than in corresponding weeks of the last 
two or three years; though earlier than that Toledo received 
much more than now. 

The total shipments and the percentage going by each 
railroad in each of the last six weeks have been : 











———_——_—Week ending. —__——- 

Nov. Dec. Dec. Dec. Dec. Jan. 

Tons 28 5. . 19. 26. 2. 
ee - & 8,216 5,274 5,139 7,024 4,495 
POMecct., cs Oe 36,246 22,569 23,342 21,269 18,834 19,440 
Provisions. ......+ 11,537 10,443 11,599 10,522 11,715 10,278 
WOR i chivas 54,317 41,228 40,215 36,930 37,573 34,218 
16.5 12.3 9.0 10.6 11.8 
18.0 19.0 21.0 13.5 11.0 
15.4 13.9 15.1 20.3 14.7 
8.3 9.8 108 10.0 10.4 
21.1 15.9 16.9 16.0 16.4 
10.8 12.4 1L.5 13.2 13.8 
Be 9.8 7.0 7.0 8.9 
2.2 6.9 9.0 9.4 13.0 
100.0 100.0 100.0 100.0 100.0 





The total shipments last week were the smallest for seven 
weeks. Compared with the previous week there was a de_ 
crease of 36 per cent. in flour and 12 per cent. in provisions, 
but an increase of 314 per cent. in grain. 

In the percentages the Michigan Central is again remarka- 
ble for its small share and the Chicago & Atlantic for its 
large one. The Chicago, St. Louis & Pittsburgh also carried 
a somewhat unusually large share. The two Pennsylvania 
roads together took 30.2 per cent. of the whole, against 29.2 
the week before; the three Vanderbilt roads 36.1, against 
43.8. (Last week the Michigan Central, and consequently the 
three Vanderbilt roads, were credited with 3 per cent. too 
little). 

These figures for percentages re not nearly so significant 
as if the shipments from the Chicago junction points were in- 
cluded, some of the roads getting a very large part of their 
through freight and others very little from these points. 





It must be a great many years since the Atlantic wheat re_ 
ceipts in any week were so small as in the week to Dec. 26 
last, when they were but 128,901 bushels, while the average 
weekly receipts for the year were 877,740 bushels. This 
is emphatically the case at New York, where the receipts 
were but 8,250 bushels during the week in question. In a 
single week of August last, its wheat receipts were 190 times 
as large, and then were much less thanin some weeks of pre- 
vious years. 

The decline in Atlantic receipts has been greater even than 
usual in December, the bushels received in successive weeks 
having been : 

-- Week ending 
Nov. 28. Dec. 5. Dec. 12. Dec. 19. Dec. 26. 
950,238 587,720 365,070 265,009 128,901 

The decrease at the Northwestern markets meanwhile has 
been not nearly so great, they having been: 














Nov. 21. 6. 
816,683 





————--— -—_ —- Week ending a ~ 
Nov. 21. Nov. 28 Dec. 5. Dec. 12. Dec. 19. Dec. 26. 
1,484,919 1,838,626 2,115,713 1,732,390 1,179,705 850,137 


These are little more than half as great as a year ago, but 
they have not become so utterly insignificant as the Atlantic 
receipts. 

The complaint of Chicago that the grain has been going 
south of it appears justified by the course of shipments in 
the first three weeks of December. The Chicago grain ship- 
ments then were light, but the total rail shipments from the 
Northwestern markets were much larger then than in No- 
vember and also larger than last year. 








The receipts of cattle in New York formerly measured the 
cqnsumption of beef quite exactly, but two elements have 
come in to modify their significance. One of these is the ex- 
ports of live cattle, which in some years has been as much as 
10 per cent. (in number, much more in weight) of the re- 
ceipts, and the other and the more important is the receipts 
of dressed beef, which have been large for only a very few 
years, but now make a very considerable share of the whole 
beef supply, and greater than the figures for the New York 
receipts would indicate, for the reason that the dressed beef 
is for the most part delivered by the railroad directly to 
towns near New York, such as Newark, Paterson, Orange, 
Elizabeth, ete., which formerly took carcasses of cattle 
slaughtered at New York or Jersey City. In spite of this 
the receipts of live cattle at New York have not fallen off 
greatly, but have been: 

1880. 1881. 1882. 1883. 1884. 1885. 
676,933 683,558 639,408 672,945 609,263 565 535 

Thus the receipts last year were 7 per cent. less than in 1884, 
16 per cent. less than in 1883, and 17}¢ per cent. less than in 
1881, when they were iargest. Butit is estimated that the 
arrivals of dressed beef at New York and at the suburbs for- 
merly supplied, from New York, have increased from about 
78,000 carcasses in 1883 to 120,000 in 1884 and 200,000 
last year. 

The exports from New York of live cattle and dressed beef 
have been: 





Year. Live. Dressed. | Year. Live. Dressed. 
1879... .. ... 33,295 72,029 | 1883 ........ 67,964 96,040 
1880... . 85,406 79,115 | 1884 ......... 50,150 103,483 
1881 38,923 71,825 | 1885 ...... -. 61,191 98,324 
BGGS.......<:55 See 55,6 





After 1882 the exports increased greatly, but they have 
not, in the aggregate, varied much for the Jast three years 
from 164,004 in 1883 to 153,639 in 1884 and 159,515 last 
year. 

Adding the receipts of dressed beef to those of live cattle 
and subtracting the exports of both, we have as the con- 
sumption of New York : 

1883. 1884. 1885. 
586,941 576,624 605,720 

This indicates a consumption 5 per cent. greater in 1885 
than in 1884, but there may be error enough in estimating 
the dressed beef receipts to make a considerable change in 
this. The average price was about 10 per cent. lower last 
year. 

If the country supplied were not a growing one, the de- 
crease in the arrivals of live cattle would seem not very im- 
portant ; but the population supplied was probably a tenth 
or more greater in 1885 than in 1880, and meanwhile the 
exports have increased, so that the number of live cattle 
brought to New York for home consumption (the exported 
dressed beef being slaughtered in New York) having been 
406,020 in 1885, against 512,412 in 1880—a decrease of 
more than one-fifth, whieh indicates the important extent to 
which dressed beef has taken the place of live stock. 

This is, or rather may be made, a very important traffic to 
the railroads, because it can bear a rate which will yield a 
considerable profit, which, especially at this time, is not the 
case grain and flour. But the rates have probably been un- 
profitable more of the time than the ordinary freight rates, 
aud at this time it is questionable whether they more than 
pay expenses, 








Record of New Railroad Construction. 





Information of the laying of track on new railroad lines is 
given in the current number of the Railroad Gazette as fol- 
lows : 

Americus, Preston & Lumpkin.—Extended from Richland, 
Ga., west to Lumpkin, 9 miles. ‘ 

Atlantic Coast, St. Johns & Indian River.—Completed 
from Enterprise, Fla., south to Titusville, 36 miles. 

Canton & Waynesburg.—Completed from Canton, O., to 
Marks, 7 miles. 

Chicago, Burlington & Northern.—Track laid from La 
Crosse, Wis., northward to East Winona, 27 miles. 

Cincinnati, Georgetown & Portsmouth.—Extended from 
Hamersville, O., east to Georgetown, 4 miles, 





Fairmont, Morgantown & Pittsburgh.—Extended from 
Little Falls, W. Va., north to Uffington, 6 miles. : 

Murford Branch.—Completed from Munford Mines, Va., 
to the Norfolk & Western junction, 3 miles. 

North Pacific Coast.—Extended from Duncan’s Mill, Cal., 
north to Ingram, 8 miles. 

Oregon Railway & Navigation Co.—The Pomeroy Branch 
is extended southeast to Pomeroy, Wash., 23 miles. 

Pacific & Great Eastern.—Track laid from Fayetteville, 
Ark., east to White River, 9 miles. 

Wisconsin Central.—Extended from Schleisiugerville, 
Wis., south to Duplaineville, 20 miles: also from River 
Forest, Il., south 5 miles. 

This is a total of 157 miles on 11 lines, making 3,028 
miles thus far reported for 1885. The new track 








reported to the corresponding date for 14 years has 
been : 

Miles Miles 

Serre rr ee OO See eee oe 2,263 

1884. ee eee 2,019 

nd Rens EC eee 2,278 

ee ree 1,333 

7,870 7 1,844 

’ 6,139 3,630 

__ i, EER: |. Se ay semper 7,160 


These figures include main track only, second tracks and 
sidings not being counted. 


Gunewel 


Mailraad Mews. 








MEETINGS AND ANNOUNCEMENTS, 


Meetings. 

Meetings of the stockholders of railroad companies will be 
held as follows : 

Buffalo, New York & Philadelphia, annual meeting, at 
the office in Philadelphia, Jan. 11 

Columbus, Hocking Valley & 
the office in Columbus, O., Jan. 

Connecticut River, annual meeting, at the office in Spring- 
field, Mass., Jan. 20, at noon. 

Fitchburg, annual meeting, at the passenger station in 
Boston, at 11 a. m , Jan. 26. 

Newburg, Dutchess & Connecticut, annual meeting, at the 
office in Matteawan, N. Y., Jan. 28. 

New York, New Haven & Hartford, annual meeting, in 
New Haven, Conn., Jan. 13. 

Philadelphia & Reading, annual meeting, at Association 
Hall, in Philadelphia, Jan. 11, at noon. 

Philadelphia, Wilmington & Baltimore, annual meeting 
at the office in Wilmington, Del., Jan. 11. 


Toledo, annual meeting, at 


Dividends. 
Dividends on the capital stocks of railroad companies have 
been declared as follows : 

Atchison, Topeka & Santa Fe, 14¢ per cent., quarterly, 
payable Feb. 15. 

Boston, Revere Beach & Lynn, 3 per cent., semi-annual, 
payable Jan. 1 

Cheshire. 2s per cent., semi-annual, on the preferred 
stock, payable Jan.8. This company increases from 114 to 
216 per cent., making 4 per cent. for the year, 

Long Island, 1 per cent., quarterly, payable Feb. 1, to 
stockholders of record on Jan. 9. 

New York Central & Hudson River, 1 per cent., quar- 
terly, payable Jan. 15, to stockholders of record on Dec. 31. 
This makes 3 per cent. paid for the year. 

New York, New Haven & Hartford, 5 per cent., semi- 
annual, payable Jan. 2. 

Providence & Worcester, 3 per cent., semi-annual, pay- 
able Jan. 2. 

St. Paul, Minneapolis & Manitoba, 114 per cent., quar- 
terly, payable Feb. 1. 

United New Jersey (leased to Pennsylvania Railroad Co.), 
21¢ per cent., quarterly, payable Jan. 6. 

Vermont Valley, 3 per cent., semi-annual, 
Jan. 1. 


Railroad and Technical Conventions. 
Meeting and conventions of railroad associations and tech- 
nical societies will be held as follows : 

The Association of County Surveyors and Civil Engineers 
of Indiana will hold its annual meeting at the County Sur- 
“eee office in Indianapolis, on Tuesday, Jan. 19. 

he American Society of Civil Engineers will hold its 
annual meeting at the Society’s House, in New York, on 
Wednesday, Jan. 20. 

The Michigan Engineering Society will hold its annual 
meeting at Ann Arbor, on Tuesday, Jan. 26. 

The Master Car-Builders’ Club will hold its regular 
monthly a through the winter at the rooms, No, 113 
Liberty street, New York, on the evening of the third Thurs- 
day in each month. 

The New England Railroad Club will hold its monthly 
meetings at its rooms in the Boston & Albany passenger 
station in Boston, on the evening of the second Wednesday 
in each month. 

The Western Railway Club will hold its regular monthly 
meetings at its rooms, No. 103 Adams street in Chicago, 
on the third Wednesday in each month. 


payable 


Foreclosure Sales. 

The Toledo, Cincinnati & St. Louis road was sold at pub- 
lic sale under foreclosure of mortgage in Indianapolis, Dec. 
30. The division from Toledo to Kokomo, 180 miles, was 
sold under foreclosure of the mortgage executed by the 
Toledo, Delphos & Burlington Co., and the line from Icke 
mo to East St. Louis, 270 miles, under the mortgage of 1881, 
executed by the Toledo, Cincinnati & St. Louis Co. The 
divisions were sold separately, the Toledo Division bringing 
$600,000 and the St. Louis Division $901,000, both being 
purchased by Mr. S. H. Kneeland, who represented what is 
known as the Quigley Committee of bondholders. Mr. Mar- 
tin O’Donnell was also present and made a bid and was out- 
bid by Mr. Kneeland. The Quigley Committee represents a 
majority of the bondholders, and the company will be reor- 
ganized on the plan submitted by that committee. Prior to 
the sale counsel for Moses Bradford, a holder of stock in the 
Frankfort, Toledo & St. Louis Co., served notice that he 
claimed that no legal consolidation had ever been effected 
including that company and that he would bring suit to set 
aside all proceedings based on such consolidation. The sale 
included all equipment and other assets of the company, in- 
cluding a number of claims for local subsidies which were 
voted to the road at the time of its construction. 


Transportation in Congress. 
In the Senate on Jan. 5: 

Mr. Wilson (Iowa) called up the resolution heretofore 
offered by him, calling on the Secretary of the Interior for a 
copy of each report made by the government directors of the 
Unien Pacific Railroad, from the first appointment of such 
directors to the present time. In support of his resolution, 
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Mr. Wilson reviewed at considerable length the action of the 
government directors, of whom he had himself been one, with 
a view to showing that, had the government paid attention to 
the information conveyed and the recommendations made b 
the directors, the relation of the government to the roa 
would to-day be a better one. Mr. Wilson favored the bill re- 
ported from the Judiciary Committee of the Senate cf the 48th 
Congress, because under such a law, if enacted, there would be 
a possibility of government ownership of the entire Pacific 
system. Not that he hoped that government ownership would 
ever be necessary, for te did not take kindly to measures 
looking to government assumption of business that might 
well be undertaken by citizens; but with the contingency of 
government ownership confronting them all the companies 
included in the Pacific system would set themselves about 
devising means to avoid any impending possession of their 
roads by the government. Indeed, every railroad in the 
United States would take a lively interest in preventing the 
government ownership of the Pacific roads; for their man- 
agers well know that with those roads in the hands of the 
government, the problem of regulating inter-state commerce 
would be speedily and perfectly solved. In Mr. Wilson’s 
opinion, we had the case in our own hands and should not 
consent—he, for one, would not consent—to any settlement 
of the Pacific Railroad question that did not embrace the 
feature of possible redemption by the government of present 
paramount liens on the Pacific roads, so that the government 
mizht protect itself against the defaults of the companies. 


ELECTIONS AND APPOINTMENTS. 


Atlantic Coast Line.—Mr. Wm. W. Kenly is appointed 
Assistant to the General Manager, with office at Wilming- 
ton, N. C., and will have charge of construction and road- 
bed. He has been employed as an assistant engineer on the 
Baltimore & Ohio’s new line to Philadelphia. 


Atlantic & Pacific.—Mr. D. H. Dotterer has been appointed 
Superintendent Motive Power and Machinery, vice J. G. 
McCuen, deceased. 

Blue Spring, Orange City & Atlantic.—The officers of 
this company are as follows: J. E. Thwing, President, St. 
Paul, Minn.; James Gilfillan, Treasurer, 115 Broadway, 
New York; S. E. Church, Secretary, 115 Broadway, New 
York; L. P. Harper, General Manager, Orange City, Fla. ; 
A. W. Dudley, Chief Engineer, Orange City, Florida. 


Boston, Hoosac Tunnel & Western.—Mr. A. T. Smith has 
been appointed Comptroller of this company, with office at 
120 Broadway, New Vork, and will have general charge and 
supervision of the accounts of this company. The office of 
Assistant Treasurer is discontinued, and Alfred Gorham has 
been appomted Cashier, with the same duties previously per- 
forme a him as Assistant Treasurer. 








Boston & Lowell.—At the annual meeting in Boston, Jan. 
6, the following directers were chosen: Channing Clapp, 
Frederick E. Clarke, A. Cochrane, T. Jefferson Coolidge, 
Wm. A. Haskell, Wm. P. Maxon, Edwin Morey. 


Brooklyn Elevated.—At the annual meeting in Brooklyn, 
N. Y., Jan. 6, the following directors were chosen: Adolph 
Ladenburg, Edward Lauterbach, Isaac Lewis, Leonard 
Lewisohn, Stepheu Pettus, Henry W. Putnam, Henry W. 
Putnam, Jr., Hugo Rothschild, Elbert Snedeker, Frederick 
Ublman, A. J. Hardenberg. The board elected Henry W. 
Putnam President; Elbert Snedeker, Vice-President; 
Stephen Pettus, Secretary and Treasurer. 


Canadian Pacific.—Mr. George Olds has been appointed 
General Traffic Manager, with office at Montreal. e will 
have charge of all matters relating to the freight and passen- 
ger traffic of the company, and all officers of the Freight and 
Passenger departments will report to him-and be governed by 
his instructions. 

Mr. Harry Abbott has been appointed General Superin- 
tendent of the Pacific Division, and will have charge of the 
lines of this company in British Columbia. 

Mr. Olds has been for some time Traffic Manager of the 
Missouri Pacific. 

Canton & Waynesburg.—The officers of this road are as 
follows : C. C. Cook, General Manager; J. C. Allen, General 
Agent; John Hadley, Superintendent; L. R. Tressel, Auditor. 
General offices, Canton, Ohio. 


Central, of Georgia —At the annual election in Savannah, 
Jan. 4, the following directors were chosen: W. G. Raoul, 
John M. Guerard, George Cornwell, William Hunter, H. M. 
Comer, Jacob Rauers, W. W. Gorden, George J. Mills, 
Abram Minis, Savannah, Ga.; J. J. Gresham, Macon, Ga.; 8. 
M. Inman, Atlanta, Ga.; John Davidson, Augusta, Ga.; J. 
B. Duckworth, New York. 


Chesapeake, Ohio & Southwestern.—Mr. J. F. Klepper is 
appointed Master of Transportation, with headquarters at 
Paducah, Ky., in place of Mr. J. A. Dew, deceased. He 
will continue to perform the duties of Chief Dispatcher, and 
will be assisted by Mr. J. B. Stewart, who is appointed First 
Assistant Dispatcher. Mr. John W. Whedon is appointed 
Assistant Trainmaster of the Memphis Division, with head- 
quarters in Memphis. Mr. J. Ross will continue Assistant 
Trainmaster of Louisville and Paducah divisions, with head- 
quarters in Louisville. 

Chicago, Rock Island & Pacific.—Mr. W. M. Sage _ is 
appointed Traffic Manager. Mr. J. M. Johnsow succeeds Mr. 
Sage as General Freight Agent. 


Cincinnati & Muskingum Valley.—The following circular 
from President Thomas D. Messler is dated Zanesville, O., 
Dec. 30, 1885 : 

“The following appointments have been made to take 
effect this date: Jno. E. Davidson, Treasurer, Pittsburgh, 
Pa.; F. G. Darlington, Secretary, Zanesville, O. And the 
following to take effect Jan. 1, 1886: Jno. W. Renner, 
Auditor, Pittsburgh, Pa.; F. G. Darlington, Superintendent, 
Zanesville, O.; Geo. W. Davis, General Freight and Ticket 
Agent, Zanesville, O.; John S. Brasee, Solicitor, Lancaster, 
O. The orders and instructions of the above-named officers, 
relating to the business of their respective departments, will 
be respected and obeyed accordingly.” 


Cleveland, Akron & Columbus.—The directors of this com- 
pany (successor to the Cleveland, Mt. Vernon & Delaware) 
are: Jarvis M. Adams, J. A. Horsey, N. Monsarrat, Extine 
Norton, L. A. Russell, C. W. Schapp, George D. Walker. 
The board has elected N. Monsarrat President and General 
Manager; J. A. Horsey, Vice-President; George D. Walker, 
Secretary; C. W. Schapp, Auditor and Cashier; E. C. Janes, 
General Freight and Passenger Agent; R. 8. Schapp, Super- 
intendent of Transportation. 


Cleveland & Pittsburgh.—At the annual meeting in Cleve- 
land, O., Jan. 6, the following directors were chosen: J. V. 
Painter, E. R. Perkins, R. P. Ranney, R. F. Smith, Cleve- 
land; E. A. Ferguson, Cincinnati ; B. F. Jones, J. N. Mc- 
Cullough, Pittsburgh ; Wm. Bucknell, George B. Roberts, 
Philadeiphia ; Wm. C. Egleston, Charles Lanier, Samuel J. 
Tilden, New York. 

Croton Valley.—The directors of this new company are : 
George C. Lee, John C. Coleman, Theodore A. Strange, John 
L. Logan, William G. Davis, Daniel Jackson, George J. 


Boyd, Thomas C. Broadhurst, Charles C. Edey, Gilbert M. 
Spier, J. A. Bigelow Kellogg, Randolph B. Martine and 
Charles A. Jackson. 


Denver & Rio Grande.—The following circular from Re- 
ceiver W. S. Jackson is dated Denver, Col., Jan. 1: ‘‘ Mr. 
Geo. W. Kramer has been appointed Manager of Express of 
this railway, with headquarters at Denver, Col. e will 
have general charge of the Express Department, and all 
communications should be addressed accordingly. In effect 
this date.” 

Mr. Kramer announces the following appointments in his 
department: Samuel A. Walker, Assistant Superintendent of 
Express, with office at Denver, Col.; James C. McCaddon, 
General Agent, Express Department, Utah Division, with 
office at Salt Lake City, Utah; James L. Duckworth, Route 
Agent, Colorado & New Mexico Division, with office at 
Pueblo, Col.; Jules LaBarthe, Agent at Pueblo, Col.; J. F. 
Pearce, Agent at Colorado Springs, Col.; F. Hyde, 
Agent at Salt Lake City, Utah; J. M. Edwards, Agent at 
Ogden, Utah. 


Erie Fast Freight Lines.—Mr. George W. Ristine will suc- 
ceed Mr. T. A. Lewis as Manager of these lines. He was re- 
cently Traffic Manager of the Atlantic & Pacific, and has 
served on the Pennsylvania and the Denver & Rio Grande. 


Housatonic.—Mr. Hobart W. Watson is appointed Aud- 
itor, with office in Bridgeport, Conn., in place of F. W. Hull, 
resigned. 

Jacksonville, Tampa & Key West.—The following order 
from General Manager G. W. Bentley is dated Jacksonville, 
Fla., Dec. 29, 1885: 

‘Mr. L. C. Deming is appointed Assistant General Passen- 
ger Agent for this road and its leased lines, with head- 

uarters at Jacksonville, the appointment to take effect Jan. 
Ticket reports and applications for rates should be made 
to Mr. Deming.” 


Louisville, Evansville & St. Louis.—Mr. W. E. Damon 
is appointed Superintendent of Bridges and Buildings in 
place of Wm. L. Hull, resigned. 


Louisville, New Albany & Chicago.—Mr. W. 8S. Hancock 
has been appointed Car Accountant, with office in Chicago, 
in place of Mr. Walter L. Rogers, who takes the position of 
Lost Car Agent for the road. 


Missouri & IWinois Bridge Co.—The directors of this new 
company are : Capt. Bofinger, James M. Carpenter, O. D. 
Filley, D. B. Gould and John V. Hogan, all of St. Louis. 


Missouri Pacific.—Mr. Wm. H. Newman is appointed Traf- 
fic Manager in a of Mr. George Olds, who has gone to the 
Canadian Pacific. 


New York, Brooklyn & Sea Shore.—At the annual meet- 
ing, Jan. 6, the following directors were chosen: Charles F. 
Estwick, Samuel Lawrence, Charles F. McLean, Moritz 
ne Moses Rappaport, George W. Smith, William 
Strauss. 


New York, Lake Erie & Western.—Mr. D. H. Blackham, 
Superintendent of Transportation, is appointed Acting 
Superintendent of the Eastern Division in aie of Mr. E. O. 
Hitl, resigned. 

The office of Mr. R. H. Soule, Superintendent of Motive 
Power, was removed from Susquehanna, Pa., to Buffalo, 
N. Y., on Jan. 1. 


New York & 'Palisades.—The directors “of this new 
company are: A. J. Brainerd, Charles R. Christy, M. R. 
Gardner, W. W. Hiaton, M. F. Onderdonk, H. J. Warner, 
Nyack, N. Y.; James L. Ewell, Brooklyn, N. Y.; G. L. 
Baker, G. A. Lawrence, E. D. Leavitt, Jr., Appleton Mor- 
gan, J. E. Reynolds, R. W. Schack, New York. 


Northfield, Kasota & Western.—This company’s office is 
at Northfield, Minn. ; the officersare: J. P. Heatwah, Presi- 
dent ; N. B. Lampmann, Vice-President ; A. B. Kelly, Sec- 
retary ; Philip Plaisance, Treasurer ; F. D. Woodbury, Gen- 
eral Manager. 


Omaha & North Platte.—The directors of this new 
company are: C. O. Damon, P. 8S. Eustis, C. Green, G. W. 
Holdrege, J. G. Taylor, Omaha, Neb.; J. 8S. McFarland, T. 
M. Marquette, Lincoln, Nebraska. 


Pennsylvania.—Mr. John A. Anderson, for many years 
Superintendent of the Belvidere Division, has been relieved 
from the duties of that position and will have charge of the 
Insurance Department of the company. It is said that Mr. 
Anderson will also have charge of the organization of a sys- 
tem of mutual insurance for the company’s employés. 


St. Louis, Alton & Terre Haute.—The followin 
from Vice-President and General Manager G. W. 
dated St. Louis, Jan. 1, 1886: 

**W. S. Wilson, heretofore Master of Transportation, is 
hereby promoted to the office of Superintendent. He will 
have supervision of all matters pertaining to the operation 
and maintenance of the roads operated by this company ; 
with headquarters at Belleville, ill. Heads of departments 
_ employés will please take notice and be governed accord- 
ingly.” 

San Francisco & North Pacific.—J. M. Donahue, pre- 
viously Secretary, is now Vice-President of this company; 
Thos, W. Johnson, previously Auditor, is now Secretary and 
Auditor. 

Southern Pacific Co.—Mr. W. C. Watson is appointed 
General Passenger Agent of the Atlantic system, in place of 
Thomas W. Peirce, Jr., resigned. 


South Pacific Coast.—At a meeting of the stockholders in 
San Francisco, Dec. 21, the following officers were elected : 
President, J. G. Fair: Vice-President, A. E. Davis ; Secre- 
tary, Charles 8. Neal; Assistant Secretary, ——_ H. Wag- 

oner. The directors are: J. G. Fair, A. E. Davis, C. 5. 
eal, L. B. Benchley, J. L. Flood and Mr. Mooney. 


Terre Haute & Indianapoiis.—At the annual meeting in 
Terre Haute, Ind., Jan. 4, the following directors were 
chosen: W. R. McKeen, Joseph Collett, D. W. Minshall, F. 
C. Crawford, Henry Ross, George E. Farrington, John G. 
Williams. The new board elected William R. McKeen Pres- 
ident; George E. Farrington Secretary; J. W. Craft Treas- 
urer, and reappointed the old officials of the various depart- 
ments. 


T:xas, Santa Fe & Northern. — The following officers 
were elected at a meeting of the board in Santa Fe, N. M., 
Dec. 23: President, B. Catron ; Vice-President, 3B. 
Seligman ; Treasurer, L. Spiegelberg ; Secretary, John Sym- 
ington. 

Union Pacific.—The following circular announces an ap- 
pointment heretofore noted ; it is from General Traffic Mana- 

r Lh L. Kimball, and is dated Omaha, Neb., Dec. 

3, 1885: 

‘Mr. P. P. Shelby is hereby appointed Assistant General 
Traffic Manager of this company, with headquarters at Salt 
Lake City, Utah. His authority will rank that of the Gen- 


circular 
‘arker is 





eral and Assistant General Freight Agents. Mr. J. A. Mun- 
roe is appointed General Freight Agent, with headquarters 
at Gua, Neb. Mr. J. 8. Tebbets is appointed Assistant 


Genera] Freight Agent, with headquarters at Kansas City, 
o. These appointments will take effect Jan. 1, 1886.” 

Mr. F. L. “Lynde, formerly in the service of this 

company at Denver, Col., is appointed Traveling t 

in charge of Passenger District No. 14, vice R. P. Rollins, 

transferred to District No. 21. Appointment and transfer in 

effect Jan. 1, 1886. 


Wampum dé State Line.—The officers of this new com- 
vr are: President, C. D. Clark, Jersey vit N. J. 

irectors, George W. Dixon, A. W. Galilee, J. F. eld, 
Cannelton, Pa.; W. F. McCook, J. B. Umbstaetter, Pitts- 
mg + ; W. R. Barr, John J. Holly, Frederick Meisener, 
New York. 


West Shore.—The following order from General Mai r 
J. D. Layng is dated New York, Jan. 1, 1886: ‘Mr. Will- 
iam Buchanan is appointed Superintendent of Motive Power 
and Rolling Stock of this railroad, to take effect this date. 
His office will be at the Grand Central , New York 
city. Mr. James M. Boon is appointed Assistant Superin- 
tendent of Motive Power and ling Stock, to take effect 
same date. His office will be at Frankfort, N. Y.” 

The following circular from General Auditor J. W. Rein- 
hart is dated New York, Dec. 30, 1885: 

‘*On and after Jan. 1, 1886, the freight accounts, n- 
ger accounts and car service accounts of the West Shore 
Railroad, New York Central & Hudson River Railroad Co., 
Lessee, will be under the general direction of I. P. Chambers, 
Comptroller, New York Central & Hudson River Railroad, 
Grand Central Depot, New York city. All matters relating 
to these accounts, on and after Jan. 1,-are to be sent as fol- 
lows: Car service accounts, to D. W. Tuthill, Auditor Dis- 
bursements, Grand Central Depot ; passenger accounts, to 
C. H. Kendrick, Auditor Passenger Accounts, Grand Cen- 

tral Depot ; freight accounts, to J. W. Horan, Auditor 

Freight Accounts, Grand Central Depot. Reports of car 

service due the West Shore Railr should be rendered 

separately from those of car service due the New York Cen- 

ae & Hudson River Railroad Co., as separate accounts are 
ept. 

‘** All reports, correspondence, ete , relating to senger, 
freight, oan service ae other business of the New York, 

rior to June 9, 1884, 
Jest Shore & Buffalo 


West Shore & Buffalo Railway Co., 

and of the receivers of the New York, 

Railway after June 9, 1884, and up to and including Dec. 
5, 1885, should be rendered to J. W. Reinhart, General Au- 
ditor, at 280 Broadway, New York city.” 

The following has been issued by Traffic Manager J. 
W. Musson: “Mr. W. L. Kingman is hereby ap- 
pointed General Coal Agent of this road, taking effect Jan. 
1, with office at Rochester, N. Y., and, in connection with 
this offic, will have charge of rates and all other matters 
relating to coal and coke transportation on this road. All 
communicatiors in respect to rates should be addressed to 
Mr. Kingman.” 








PERSONAL. 


—Mr. W. M. Shaw has resigned his position as General 
Agent of the Indianapolis, Decatur & Springfield road. 


—Mr. H. D. Blunden has resigned his position as Chief 
Engineer of the New York, Lake Erie & Western road. 


—Mr. F. W. Hull has resigned his position as Auditor of 
the Housatonic Railroad Co. Mr. Hull resigns to go into 
other business. 

—Mr. William L. Hull has resigned his position as Super 
intendent of Bridges and Buildings of the Ponisville, Evans- 
ville & St. Louis road. 


—Mr. J. H. Barrett, now Superintendent of the Dayton & 
Union road, will, it is reported, succeed Mr. E. O. Hill as 
Superintendent of the Eastern Division of the New York, 
Lake Erie & Western road. 

—Mr. George Olds has resigned his position as Traffic 
Manager of the Missouri Pacific Railroad. Mr. Olds has 
been connected with the Missouri Pacific for 4 years past, 
and had previously served as General Freight Agent of the 
Chicago, Milwaukee & St. Paul and in the General Freight 
Depactment of the Chicago, Burlington & Quincy. 





—The death is announced of R. Gerwig, an eminent Ger- 
man engineer, who for a short time had charge of the con- 
struction of the Gotthard Railroad, but for most of his life 
was in the service of the government of Baden, and at the time 
of his death was Chief of the engineering department of the 
Baden State Railroads. He was for many years a member 
of the Parliament of the German Empire. His chief engi- 
neering work was the building of the Black Forest Railroad. 


—Mr. Thomas W. Peirce, Jr., has resigned his position as 
General Passenger Agent of the Atlantic system of the 
Southern Pacific Co. Mr. Peirce was for a number of years 
connected with the Galveston, Harrisburg & San Antonio 


road as Assistant and afterward General Passenger Agent, 
and in 1882 was made also General Passenger Agent of the 
Texas & New Orleans and the Louisiana Western roads. On 


the organization of the Southern Pacific Co. he was made 
General Passenger Agent of the Atlantic system. 


—Mr. Theodore Bergner, a_ well-known mechanical 
engineer and inventor, died Dec, 5 at his home in Philadel- 
phia of enlargement of the heart. He was 51 years old and 
a native of Germany. He came to this country in 1849. For 
many years he had been with William Sellers & Co., of 
Philadelphia. He was an active participant in the mechanical 
exhibits at the Paris, Vienna and Centenma] Expositions. He 
was a member of the Union League and an honorary mem- 
ber of many scientific societies in Europe and America. 


—Mr. Joshua B. Lippincott died in Philadelphia, Dec. 5, 
after a long illness, aged 70 years. Mr. Lippincott was chiefi 
known as a publisher and as the head of the firm of J. B. 
Lippincott & Co., one of the most extensive publishing 
houses in the country. He had also considerable investments 
in railroad property and was a large owner of the stock of 
the Philedelphia & Reading Co. He served for several years 
as a member of the board of managers of that company and 
was a candidate for reelection at the annual meeting next 
month. He was a supporter of Mr, Gowen’s policy. 


—Mr. John G. Stevens was killed at his office in Trenton, 
N. J., Jan. 6, by the accidental discharge of a pistol which 
he was cleaning. Mr. Stevens was about 65 years old. He 
entered the service of the old Camden & Amboy Co. when a 

oung man, and rose SS he was appoir ted Chief 

ngineer of the Delaware & Raritan Canal. After the lease 
to the Pennsylvania, he was chosen President of the United 
New Jersey Railroad & Canal Co., and held that office at the 
time of his death. He had a considerable practice as con- 
sulting engineer, especially in mining and canal works. 


—Mr. Joseph Shriver died in Cumberland, Md., Jan. 1, 
aged 80 years. At an early age he adopted civil engineering 
as a profession, and was for some time employed as an 
assistant on the survey of the projected extension of the 
Chesapeake & Ohio Canal west of Cumberland. He was 
afterward for 6 yeurs employed under the famous engineer, 
Jonathan Knight, in the location of the National west 





of Wheeling. On the termination of this work Mr. Shriver 
was engaged for some 6 years as assistant engineer in the 
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location of the Baltimore & Ohio road, but in 1834 he gave 

up engines ng and accepted a position as Cashier of the 

Allegheny Bank of Cumberland, with which he has since 

been connected as Cashier or President. He sarved for 

on years, about 1854, asa director of the Baltimore & 
io. 


—Mr. E. O. Hill has resigned his position as Superintendent 
of the Eastern Division of the New York, Lake Erie & West- 
ernroad. The resignation was entirely unexpected and its 
cause has pot been made public. Mr. Hill’ first commenced 
railroad work nearly 40 years ago, when he was employed as 
Assistant Engineer in the construction of the Vermont Cen- 
tral road and afterward on the Sullivan Railroad in New 
Hampshire. Subsequently he went West and was for several 
years Master Mechanic of the Cleveland & Toledo road, now 
part of the Lake Shore. From that road he went to the 
Atlantic & Great Western as Master Mechanic, serving there 
for several years. In 1869 he was made General Master Me- 
chanic of the Erie road and held that office for three years. He 
was then appointed Superintendent of the Rochester Division 
of the Erie anda few months later was transferred to the 
Eastern Division, the most important division of the line, of 
which he has now been Superintendent for 13 years. Mr 
Hill’s retirement will be generally regretted, as few superin- 
tendénts possess a more thorough knowledge of all branches of 
railroading. 








TRAFFIC AND EARNINGS. 


Railroad Earnings. 


Earnings of railroad lines for various periods are reported as 
follows: 


Year ending Dec. 31: 















1885. 1884 Ine. or Dec P.e, 
Buff., R. & Pitts. $1,226,685 $1,142,749 I. $85.936 7.3 
Chi. & Alton. .... »989,732 8.709.273 D. 719,541 8.3 
Chi. & East. Ml... ,662,177 1.545 901 I. 116,276 7.5 
Chi., Mil. & St. P. 24,410,959 23,470,995 1. 939,964 4.0 
Chi. & Nor’west. 24,311,320 23,491,852 I. 8ly.468 3.5 
Cy,st.P,M.&O. 5,829,715 5,785,142 L 44,5733 0.8 
C,.L.St.L &C 2.372,038 2,434,730 D. 62,742 2.6 
Det., Lan. & No 1,218,074 1,323,319 D. 110,245 83 
Ev. & T. Gaute.. 734,246 75).81L D. 16,565 22 
lilinois Central... 10,905,552 10,506,006 I. 390,546 3.5 
Iowa lines. ... 1,645,656 1,704,047 D. 58,391 3.4 
Lake Shore & M. 
Southern ...... 14,088.45 24,843,534 D. 755,127 5.2 
Net earnings... 4,841,376 5,710,062 DPD. 868.686 15.” 
Louisv. & Nash.. 13,647,180 13,662 465 D. 15,285 0.1 
Mich Central. 10,755,000 11,659,077 D. 904,077 7.8 
Net earnings.. 2,750,000 2,699,945 I. 50,055 1.9 
Mil. & Northern. 058,330 520,442 I. 37,887 7.3 
N. Y. Central & 
Hudson River.. 24.465,272 27,044.710 D. 2,579,438 9.5 
Net earnings... 8,112,985 9.E44.11] D. 1,831,126 184 
Northern Pacific. 11,376,151 12,615 DPD. 1.237,153 9.8 
Sc. L. & San F.. 4,38y,404 4.666.553 D. 277,149 59 
Sct. P. & Duluth. 1,383,184 1,320,731 I. 62.453 4.7 
Eleven months to Nov, 30: 
Atch.,T, & S. F..$14,318,021 $15,056,800 D. $738,77 as) 
Net earnings... 7,042,938 7211412 D. 168,473 2.4 
Ches. & Ohio ... 3,047,039 5,229,692 D. 182,653 5.7 
Net earnings .. 6, 971.612 D. 94,773 9.8 
Ches ,O.&S.W. = 1,423,568 1,236,366 I. 187,202 15.1 
Net earnings... 56.388 301,816 [. 154,572 51.2 
Chi , Bur. & Q.... 24,226,450 23,423,314 I 803,136 2.4 
Net errnings.... 11,366,464 11,367.0°6 D. 622 niieilin 
E'iz., Lex. & B.S. 648,74 697.042 D. 48,508 7.0 
Net earnings... 231,334 237.411 D. 6.07 2.6 
Ft. Worth & D.. 430.096 437.884 D. 37,7 8.5 
Net earnings. .. 186,148 201,423 D. 15,235 7.6 
Kentucky Cent... 787,051 865,377 D. 73,426 9.1 
Net earnings... 253,094 305.355 D. 62.26L 17.1 
Louis & Nash... 12,508,017 12,370,338 I. 137,679 11 
Net earnings... 4 856,760 4.765.886 L. 91,874 1.9 
Mexican Central. 3,312,863 2,679.071 I. 533,792 9.8 
Net earnings .. 1.35%,833 421,537 IL. 931,296 220.9 
Mobile & Ohio... 1,774,804 1,875.775 D. 100,971 54 
Net earnings. .. 372,338 453,984 D. 81,646 18.0 
N. Y . Lake Erie 
& Western. 14.539,488 15,279,990 D. 739,602 4.8 
N.Y.&N.England 2,800,017 2,706,868 I. 98,149 3.6 
Net earnings... 997,407 596.054 I. 401353 673 
N.Y... P.& Ohio. 4,627,466 5,168,787 D. 541.421 10.4 
Northern Pac.... 10,574,328 11,8 5,076 D. 1,280,748 10.8 
Net earnings... 5,255,210 5,779,465 D. 524,255 9.1 
Month of November: . 
Atch., T. & S. F. $1,603,413 $1.461,92L I. $141.492 9.7 
Net earnings... 997.534 742.683 I. 254,841 3:3 
Ches. & Ohio.... 284,679 I. 8.60) 3.1 
Net earnings... 79,506 A 638 08 
Ches.,0.& S 151.545 12,553 90 
Net earuings... 53.326 4 D. 718 1.3 
Chi.. Bur. & . 2,818,053 x £4,162 38 
Net earnings... 1,249.119 I. 104,043 9.3 
Eliz., Lex. & B.S. 68.293 Dz. 2,934 41 
Net earnings... 29,545 IL 1,255 4.5 
Ft. Worth & D.. 43.514 L. 4.24. 20.1 
Net earnings... 15.610 D. 369 1.9 
Kentucky Cent.. 6,659 D. 5.306 64 
Net earnings... 29,939 1 5,771 24.0 
Lonisv. & Nash.. 1,129,022 D. 70,572 59 
Net earnings.. 445.626 D. 76.980 14.7 
Mexican Cent.... 812,481 I. 38,667 14.1 
Net earnings... 154,592 4 31,842 243 
Mobile & Ohio.. 237,134 D. 16,098 6.3 
Net earnings... 107,01d D. 8,9: 7.7 
N. Y.. Lake Erie 
& Western. ... 1,570,693 1,371,519 I. 199,174 14.5 
Net earnings... 592,615 942.228 I. 140.377 31.0 
N.Y.& N.England 309,742 254,421 I. 55.321 218 
Net earnings .. 129,182 68.304 I. 60,878 89.2 
N. Y., Pa. & Ohio. 2,696 487,970 I. 14,726 3.0 
Net earnings... 178,221 191,737 D. 13.517 7.2 
Northern Pacific. 1,249,358 1,116,379 1. 132,979 1.9 
Net earnings... 717,605 564,505 I. 154,000 27.1 
Month of December: 
Buff., R. & Pitts. $113,539 $92,952 I. $20,587 22.1 
Chi. & Alton.... 722.057 692,710 I. 29.347 4.3 
Chi. & East. Ml.. 160,800 133.109 1. 27.700 20.8 
Chi , Mil. & St. P. 2,335,000 2.218.998 I. 116,002 6.2 
Chi. & Nor’west. 1,979 100 1,951,7u0 I. 27.400 14 
St. P., M. & 0. 467,000 444,556 L. 22.444 5.0 
u., 1, 8.1. &C. 204,589 203.893 I. 1.496 0.7 
Det., Lan. & No. 90,655 87,868 I. 2,787 32 
tv. & T. Haute . 600 56,9°6 I 3.694 65 
lllinois Central .. 1,108,496 1,087,067 I. 21,429 20 
Towalines .. .. 151.088 142,198 I. 8,890 63 
Louisv. & Nashv. 1,156,930 1,292,127 D. 135.197 10.5 
Mil. & Northern. 43,8.6 42,690 1. 2 2.8 
N.Y. City & N... 38,107 24.037 I. 14,070 58.6 
Northern Pac.... 801,823 758,229 L. 43.5 5.7 
Oreg. R. & N. Co. 487,000 252,034 1. 234,966 93.2 
St. L. & San F. . 6, 375.600 I. 1,300 0.3 
St. P. & Duluth. 126,286 114,510 TI. 11,776 130.2 


Weekly earni are usually estimated in part, and are 
subject to correction by later statements, Thesame remark 
applies to early statements of monthly earnings. 

The Eastman Heater Cars, 
The Eastman Freight Car Heater Co. has contracted for the 
use of its automatic heating and ventilating apparatus for 
box cars on the Pennsylv and the Lehigh Valley roads. 
The heated cars will be used in transporting fruit, potatoes, 
etc., in fact, all freight which is subject to injury from freez- 
ing. Over 300 cars with the Eastman apparatus are now in 
use on New England roads, and some have recently been put 
They are largely saod 


on the a & agro in 
carrying fruit from Boston and in bringing potatoes from 
Maine and Nova Scotia. 


Commissions on Passenger Business. 

The general passenger agents of the Eastern trunk lines 
have issued a circular that on and after Jan. 1, 1886, they 
will neither pay nor participate in the payment of any com- 
mission for the sale of passenger tickets or for the securing 
of passenger traffic, except upon immigrant business. They 
request all railroad companies interchanging passenger busi- 
ness with the trunk lines to refrain from the yment, 
directly or indirectly, of any commission for the sale of pas- 
senger tickets or securing passenger traffic to any person 
doing business at or east of the Western termini of the trunk 
lines upon any issue of tickets or orders, except to partici- 
pate in the commercial commission paid by the immigrant 
clearing-house ior the sale of immigrant orders, as may here- 
after be agreed upon. 


The Pass Agreement. 


The new agreement regulating the issue of free or reduced 
transportation on account of business adopted last week by 
the various roads west from Chicago and east of the Missouri 
River has just been made public. It contains ten sections, 
which are substantially the same as in effect last year, with 
the exception of Secs. 2 and 3, which are as follows: 

‘* Annual passes or other forms of free transportation shall 
not be given to more than two representatives of any manu- 
facturing firm or corporation, and such free transportation 
shall not be given to more than two representatives of any 
manufacturing firm or corporation, and such free transporta- 
tion shall he issued only to representatives of such firms 
residing at points where the manufactory is located. 
Any exception to this section shall be subject to 
the unanimous agreement of al) parties interested. 
Such free transportation shall, so far as practicable, be made 
good only between the point where the manufactory is lo- 
cated and the point or points where supplies are obtained, 
such limitation to be fixed by mutual agreement of parties 
interested, the object and intent of this restriction being to 
enable the firm to reach their source of supplies. It is not 
contemplated that free transportation will be so issued as to 
enable parties to travel on the lines of railway represented 
by the parties to this agreement to sell or dispose of their 
goods. 

The agreement also provides that each line shall prepare a 
list of manufacturing firms to whom they desire to issue free 
transportation during the year 1886, and that no free trans- 

-rtation shall be issued to women. Arbitrator Bogue is to 
investigate all charges for violation of the agreement and to 
decide what fines shall be inflicted. 


Cotton. 


Cotton movement for the four months of the crop year from 
Sept. 1 to Dec. 31 is reported by the Commercial and Fi- 


nancial Chronicle as follows, in bales: 

Interior markets : 1885. 1884. Inc. or Dec. P.¢. 
Receipts.... .. .......2.509.202 2.093.934 I. 415,268 19.8 
Shipments... ---1,981,495 1,761,661 I. 219,834 12.5 
Stock, Vee 31. ...... 543,557 319,488 I. 194,069 55.4 

Seaports : 

Receipts.. .. ..........3,583,085 3,691,516 D. 108,45 3.0 
Exports ... walicseeute 2,017,693 2,224,001 D. 306,305 132 
Stock, D-c. 31...:.... -1,131,538 1,015.767 I. 115,761 11.4 


It is to be remembered that alarge part of the shipments 
from interior markets reappears in the receipts at the sea- 


rts. 
PeThe Chronicle says : ‘‘In the table below we give the re- 
ceipts from plantations, and add to them the net overland 
movement to Dec. 1, and also the takings by Southern spin- 
ners to the same date, so as to give substantially the amount 
of cotton now in sight : 

















1885. 1884. 1883. 1882, 
Receipts at the ports 
aS eee 3,583,065 3,691,516 3,556,952 3,686,459 
Interior stocks on Dec. 
3. inexcessofSept.1 527,707 332,273 458.818 367,162 
Total receipts from 
plantations........ 4,110,772 4,023,789 3,915.780 4,053,621 
Net overland to Dec.1. 341,157 227,855 261,252 244,112 
Southern consumption 
ye Bee 89,000 78,000 87,000 90,000 
Total insight, Dec. 31 4,549,909 4,329,644 4,264,032 4,387.733 
Northern spinners’ tak- as 
ings to Dee. 3L.... .. 889933 683,161 9f8,913 808,845 


‘* Tt will be seen by the above that the increase in amount 
in sight to-night, as compared with last year, is 211,265 
bales, the increase as compared with 1883 is 276,877 bales, 
and the increase over 1882 is 153,176 bales.” 

Coal. 


Coal tonnages for the week ending Dec. 26 are reported as 
follows : 





1885. 1884. Inc or Dec. P.c 
Antkracite 533.481 72,812 I. 460,669 632.7 
Eastern hituminous. . 173,949 Se eS aieh alii 
WOE 6 Siac ccctesess ... 76.549 39,543 I. 37,006 93.4 


A reduced demand for anthracite is reported, largely due to 
continued mild weather and a general expectation of an 
open winter. No action has yet been taken toward the 
adoption of any agreement among the companies for 1886, and 
it seems to be a little uncertain whether any agreement will 
be reached. 

Shipments of coal from the Flat Top mines over the Nor- 
folk & Western road for the eleven months to Nov. 28 this 
year were 537,817; last year, 182,748; increase, 355,069 
tons, or 194.3 per cent. 

The coal tonnage of the Pennsylvania Railroad for the week 
ending Dec. 26 was: 








Coal. Coke. Total. 1884. 
Line of road.......... 139,203 75,686 214,889 147,557 
From other lines ...... 21,435 863 122,298 48,016 
) ee ee 260,638 76,549 337,187 195573 
Year to Dec. 26... 11,391,144 2,649'686 14,040,830 13,142,598 


Increase for the week, 141,614 tons, or 72.3 per cent.; in- 
crease for the year, 848,232 tons, or 6.8 per ceut. 

The anthracite coal tonnage of the lvidere Division, 
Pennsylvania Railroad, for the year ending Dec. 31 was: 


1885. 1 Inc. or Dec. Pc. 

Coal Port for shipment....°. 111,581 121.969 D 10,388 8.3 
S. Amboy * ” ... . 871,244 682,053 D.110,809 16.2 
L» cal points on N. J. divs.. 895,284 842.868 I. 52,416 6.2 
Co.’s use =p = .. 223.066 187,284 I. 35,782 19.1 
2 BC ere aang Pe eee 1,801,175 1,834,174 D. 32999 1.8 


Of the total last year 1,529,211 tons were from the Lehigh 
Region and 271,964 tons from the Wyoming Region, against 
1,570,659 and 263,515 tons respectively in 1884. 

The Nan oem: seg Ledger of Jan. 4 says: ‘* The Pennsyl- 
vania Railroad 1s making arrangements for shipping large 

uantities of anthracite coal from Perryville, Md., on the 

hiladelphia, Wilmington & Baltimore Railroad, by water. 
A dredging machine is at work widening and deepening the 
channel and harbor, and it is the intention to secure a depth 
of 40 ft., so that vessels of the heaviest tonnage can be em- 
ase (om in its transportation. Preparations have been made 
and material received for the putting in of new tracks and 
sidings and the construction of piers, bins and chutes just 
south of the railroad bridge which spans the Susquehanna 





river at that place. By the opening of spring it is expected 
that 200 or 300 carloads of coal will be received 


daily from the anthracite regions of Pennsylvania over the 
Columbia & Port Deposit: Railroad. Much of this coal will 
be loaded direct!y from the cars into vessels and barges and 
shipped to all points available by water. Bituminous coal 
will also be shipped from Perryville.” 

Cumberland coal shipments for the year ending Dec. 31 
are reported by the Cumberland Civilian as follows : 

Shipments from mines: 





1885 1884. Inc. or Dec. Pc. 
Cumberland & Pa. R. R.. 1.812,005 1,881,994 D. 69,989 3.7 
George’s Creek&C.R.R. 584,834 509,221 I. 75,513 14.8 
West Va. Cen. & Pitts... 401.290 459,098 D. 57,808 12.8 
Totai................ «2,798,129 2,850,413 D, 52,284 18 
Shipments out of region : 
Baltimore & Ohio R. R.. 2,014,569 2,146,714 D.132.145 6.2 
Pa. R. R.. Bedford Div.. 412.676 356.296 I. 56,380 15.8 
Ches. & Ohio Canal..... 368.1459 345,882 I. 22,277 6.4 
I tags ladies heh oe 2,795,404 2,848,892 D. 53,488 1 


The tonnage delivered at Cumberland and adjacent local 
points is included in the Baltimore & Ohio shipments. In 
1885 the Baltimore & Ohio carried 72.1 per cent. of the 
total, the Pennsylvania 14.7 and the canal 13.2 per cent. 

Anthracite coal tonnage passing over the Shamokin Divi- 
sion, Northern Central road, for the year ending Dec. 31, 
1885, was 1,054,676 tons, against 1,071,825 in 1884; de 
crease, 17,149 tons, or 1.6 per cent. 

For the year ending Dec. 31 the Beach Creek, Clearfield & 
Southwestern road carried 774,055 tons of coal. In 1884, 
when the road was opened only part of the year, 234,751 
tons were carried. 

Actual tonnage passing over the Huntingdon & Broad Top 
Mountain road for the year ending Dec. 31 was: 





1885. 1884. Inc. or Dec. P.e. 

Broad Top coal.... 176.075 192,706 D. 16 631 8.6 
Cumberland coal.. 460,289 394,114 I. 66,175 16.8 
RES: 636,364 586,820 I. 49,044 8.4 


The Broad Top coal is mined on the line ; the Cumberland 
is carried through from Mt. Dallas to Huntingdon for the 
Pennsylvania Railroad. 


Southern Passenger Committee. 


At the meeting in Atlanta last week, the Southern Passenger 
Comunittee discussed the subject of making rates for theatrical 
people, ministers of the Gospel, and emigrants. No action 
was taken with regard to the rates for theatrical people and 
emigrants. The matter of a rate for ministers was left to be 
fixed by the presidents of local lines. 

In the matter of a consideration of outstanding contracts 
made previous to Dec. 15, when the penal clause came into 
effect, the Committee decided that the railroads that made 
the rates would have to take care of themselves the best way 
that they could, and either carry out the terms of the contract 
or settle the matter on their own account in some other way. 
Any violation of the prescribed rates would result in a fine 
being imposed. The Committee adjourned subject to the 
call of the Commissioner. 

It is expected that the Cincinnati, New Orleans & Texas 
Pacific; the Chesapeake, Ohio & Southwestern; the Louis- 
ville, New Orleans & Texas and the Illinois Central roads 
will join the Committee. 

The ap che ot Commissioner Slaughter will here- 
after be in Atlanta, Ga., and the meetings will be held in. 
that city. 

California Through Freights. 
Shipments of through freight eastward from California 
points in October were, in tons: 


—San Francisco. —Int. points. —— Total.—— 


Tons. Perct. Tous. Perct. Tons. Per ct. 

Central Pacific. . .6,767 59.5 4,518 69.6 11,285 63.2 
Southern Pacific.4608 40.5 1.974 30.4 6,582 36.8 
TOGA, ves: vcese, 11,375 1000 6,452 100.0 17,867 100.0 


Leading items of freight were 2,140 tons sugar, 1,483 
tons wine, 1,158 tons wool and 1,030 tons canned goods. The 
chief shipping points outside of San Francisco are San Jose, 
which forwarded 1,722 tons; Sacramento, 1,714; and Los 
Angeles, 1,683 tons. 








RAILROAD LAW. 
The Mississippi Commission Cases—Right of a 
State to Regulate Railroads. 
The United States Supreme Court on Jan. 3 rendered its 
decision in the case of the Railroad Commissioners of Missis- 
sippi, appellants, against the Farmers’ Loan & Trust Co. 
This is me of the Mississippi Railroad Commission cases. 
It was brought by the Farmers’ Loan & Trust Co. of New 
York to enjoin the Railroad Commission of Mississippi from 
enforcing against the Mobile & Ohio Railroad Co. the pro- 
visions of the statute of Mississippi passed in 1884 to provide 
for the regulation of freight po passenger rates on railroads 
in the state and for other purposes. The statute declares 
that railroads in the state are public highways, over which 
all per. ons have equal rights, and makes any discrimina- 
tion in rates a penal offense. It further provides for the 
appointment of a board of commissioners, and confers upon 
it the power of revising the tariff of charges and of exer- 
cising a certain degree of supervision over the roads. 
The companies are required to make certain reports 
periodically to the Commissioners. The officers of the 
roads are made liable to fine for violation or non- 
compliance with the provisions of the act, which fine 
may be collected through the courts. This and certain 
other acts relating to the chartering and control of the rail- 
roads of the state are cited at length in the opinion. The 
Circuit Court rendered a decree allowing the injunction, and 
from that decree the Commissioners appealed. The argu- 
ment in support of the decree is that the statute under which 
the Commissioners are to act impairs the obligation and 
charter contract of the company; that it is a regulation of 
commerce among the states; that it denies the company the 
equal protection of the laws and deprives it of its property 
without due process of law; that it confers both legislative 
and judicial powers upon the commission, and is thus repug- 
nant to the Constitution of Mississippi, and that it is 
void on its face by reason of its inconsistencies and 
uncertainties. The Supreme Court finds that the charter of 
the company contains no contract the obligation of which is 
in any way impaired by the statute under which the Com- 
missioners are to act. It finds that the Commission is in ex- 
ress terms prohibited by the act of the state Legislature 
rom interfering with the charges of the com My, for the 
transportation of persons or property throug ississippi 
from one state to another. The Commissioners have as yet 
undertaken nothing in conflict with the constitution of the 
United States. The great purpose, it says, of the statute in 
question is to fix a maximum of charges and to regulate in 
some matters of a police nature the use of railroads in the 
state. In its general scope it is constitutional, and it applies 
equal'y to all persons or corporations owning or operating 
railroads in the state. The Supreme Court of Mississippi has 
already declared that the statute is not repugnant to the 
state constitution, and in this opinion the Supreme Court of 





the United States concurs. ‘It is difficult to understand,” 
the opinion says in conclusion, ‘precisely on what ground 
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we are expected to decide that this statute is so inconsistent 
and uncertain as to render it absolutely void on its face. The 
argument on this branch of the controversy contains much 
that might have been useful if to the Legislature 
while considering the bill before its enactment, but we find 
nothing in it to show that the statute as it now stands is alto- 
gether void and inoperative. When the Commission has acted 
and proceedings are had to enforce what they have done, 
questions may arise as to the validity of some of the various 
provisions which will be worthy of consideration, but we are 
unable to say that as a whole the statute is invalid.” The 
decree of the Circuit Court is reversed and the cause re- 
manded, with instructions to dismiss the bill. The opinion 
was delivered by the Chief Justice. Justices Field and Har- 
lan dissented from certain of the opinions expressed by the 
Court in this case, but concurred in the judgment. Justice 
Blatchford did not take any t in the Sales. 

A similar decision was rendered in the parallel case of the 
New Orleans & Northeastern Railroad. 








OLD AND NEW ROADS. 


Americus, Preston & Lumpkin.—This road is now 
reported complete to Lumpkin, Ga., 9 miles beyond the late 
terminus at Richland and 38 miles from Americus. Trains 
will soon begin to run to the new terminus. 


Arkansas Railroad Taxation.—The Little Rock & 
Ft. Smith and the Little Rock, Mississippi River & Texas 
companies have begun suit in the Court of Chancery to en- 
join the collection of taxes assessed against them by the 

oard of Commissiorers. Under the Atom tax law the 
Governor, Auditor and Secretary of State are constituted a 
board to assess all the railroad property in the state, the 
companies being required to submit sworn statements of the 
cost of their pres In the complaint filed these compa- 
nies charge that the sworn statements as required were sub- 
mitted, but that the board largely increased the valuation of 
the property without giving any reason for its action. 


Atlantic Coast, St. Johns & Indian River,—This 
road is now completed from Enterprise, Fla., on the upper 
St. Johns, southward to Titusville, a distance of 36 aie. 
The road has been leased to the Jacksonville, Tampa & Key 
bagel Co., and will be operated by that company from 

an. i. 


Atchison, Topeka & Santa Fe.—This company’ 
statement for November and the eleven months to Nov. 30 
is as follows : 








-———November. 
1885. 1 


-——Eleven months.—. 
8835. 1884. 

















Miles worked.. 2,397 2,341 2,382 2,336 
Earnings ..... $1.603,413 $1,461,921 $14,318,021 $15,056,800 
Expenses...... 605 879 719,239 7,275,083 7,845,389 

Net earnings. $997,534 $742,682 $7,042,938 $7,211,411 


For the eleven months the gross earnings decreased $738,- 
779, or 4.9 per cent., and the expenses $570,306, or 7.3 per 
cent., leaving a decrease of $168,473, or 2.3 per cent., in net 
earnings. 

This company issued a circular announcing that the rapid 
growth of Kansas during the last two years had rendered 
desirable the construction of new roads in that section so 
situated as toadd to the earnings of the company, and at the 
same time to protect its present property. rtain charters 
have recently been acquired which are about to be consoli- 
dated into a single corporation under the title of the Chicago, 
Kansas & Western Railroad Co. The new lines, the circular 
adds, will run through some of the best and most improving 
territory of Kansas. The total mileage which it is proposed to 
construct is 450 miles, and the estimated cost, including a 
limited amount of rolling stock, is $14,000 per mile, or 
$6,300,000, toward which local aid to the extent of 
$700,000 is expected to be obtained, leaving $5,600,- 
000 to be provided. The Atchison Co. has agreed to 
construct and equip the 450 miles of the new road 
in consideration of receiving $14,000 per mile of its first 
mortgage bonds and income bonds at_the rate of $7,000 per 
mile, and the full paid-up capital stock of the company to an 
amount not exceeding $10,000 per mile, including the issues 
to towns and counties for local aid. The first mortgage 
bonds will be limited to $14,000 per mile, having 40 years to 
run, at 5 per cent , and’the income bonds will be limited co 
$7,000 per mile, the b wore 3 interest not to exceed 6 per cent. 
in any one year, and tobe non-cumulative. The Atchison 
Co. and the Southern Kansas agree to operate the new lines 
under favorable leases, which will provide that in addition to 
pro-rating on all interchange freight and passenger business 
they will pay over yearly to the Chicago, Kansas & Western 
Railway Co. arebate not exceeding 10 per cent. in any one year 
of their gross earnings cn such interchange business so long as 
may be necessary to enable the road to pay the full rate of 
interest on the first mortgage and income bonds. The Atchi- 
son will hold the capital stock issued to it for investment and 
control, but will offer tirst mortgage and income bonds to the 
stockholders in blocks of $1,000 each. Stockholders are en- 
titled to subscribe in the proportion of one block for each 100 
shares of Atchison standing in their names at the close of 
business on Jan. 15, and may assign their rights, that the 
smaller stockholders may not be excluded. Subscriptions 
may alsobe made for one-tenth of a block and multiples 
thereof, and bonds will be issued in denominations of $100, 
$500 and $1,000. 


Augusta, Gibson & Sandersville.—On Jan. 1 regular 
trains began running over this road from Augusta, Ga., to 
Gibson in Glascock County, a distance of 50 miles. The 
work of extending the road from Gibson to Sandersville is in 
progress. 


Baltimore & Ohio.—It is reported in Philadelphia that 
this company has abandoned its previous plan of connection 
with the Philadelphia & Reading road and that it will build 
a line from the road which it is now constructing into the 
city, starting from a point near Twenty-eighth and Poplar 
streets and running northward and northeast to a connection 
with the North Pennsylvania road, near Tabor Junction. 
The new line will be about 5 miles long and will save some- 
thing in distance over the connecting line formerly proposed, 
and will besides avoid several heavy grades. 

Articles of incorporation have been filed in New Jersey 
covering a line of 6 miles from a point on Staten Island 
Sound, eastward to a point near Rahway, a distance of 6 
miles. The name of the company is Baltimore & New York. 
Whether this 6-mile line is intended to be a branch or part 
of the main line to the Staten Island terminus is not clear. 


Blue Spring, Orange City & Atlantic. — This 
road is now completed and is in operation from Blue Spring, 
Fla., eastward to New Smyrna, on the Atlantic coast, a dis- 
tance of 28 miles. 


Boston & Lowell.—At the annual meeting in Boston, 
Jan, 6, the stockholders. voted to authorize the directors to 
increase the stock so far as may be necessary to purchase the 
property of certain leased lines. 


Brooklyn Elevated.—At the annual meeting in Brook- 
lyn, Jan. 6, the President stated that the company owns 7 
miles of double-track road, 30 locomotives and 90 passenger 


cars, besides yards and shops. From the opening of the road 
on May 14 to Dec. 31, the net earnings were $47,569, and in 
that time 5,310,186 passengers were carried. 


Buffalo, Rochester & Pittsburgh.—In Rochester last 
week a motion was made in the Supreme Court for an order 
directing the transfer of the Rochester & Pittsburgh road to 
this company. The transfer has been delayed on account of 
an injunction obtained by certain parties in Pennsy!vania 
against the sale of that portion of the road which is in that 
city. The nting of the order of transfer in New York 
was eppesel ty sume parties who have obtained the injunc- 
tion in Pennsylvania. After hearing argument the court 
reserved its decision. 


Burlington, Cedar Rapids & Northern.—This 
company has offered to build a branch to Sioux Fails, Dak., 
provided a reasonable amount is contributed as a bonus by 
the people along the line. 


Canada Atlantic.—The Boston Advertiser says: ‘ It 
is reported from Ottawa that the Canada Atlantic ilway, 
running from that city to Rouse’s Point, N. Y., with a steam 
ferry for cars across the St. Lawrence River, has been sold to 
the Canadian Pacific Railway Co., which’will use a portion of 
it in forming its projected air line from Smith’s Falls to Mon- 
trea]. The Canada Atlantic has hitherto been operated in 
connection with the Grand Trunk. 

‘** This road was chiefly owned by President Smith of the 
Central Vermont, and by the Hon. D. C. Linsley of Burling- 
ton, who built it. Since the Grand Trank acqui the 
Prescott & Ottawa road, which parallels it some distance to 
the westward, the only chance remaining for it to be of any 
value was in Canadian Pacific am mation. It was the 
hope of its owners that the Canadian Pacific would make it 
a part of their main line from Ottawa to St. John, N. B., 
also taking in the Central Vermont’s Stanstead, Shefford & 


Chambly and Waterloo & , which lie in 
the pathway of the Te short line. But when the 
Canadian Pacific decid to bridge the St. Lawrence 


nearer Montreal the value of the Canada Atlantic 
met a sudden fall, and shortly after this its future 
was made to look still darker by the organization of a com- 
pany in New York to build the Waddington & Ottawa road, 
which, if built, will be a still nearer parallel than the Pres- 
cott & Ottawa, and is designed to take the Canadian Pacific’s 
business over the most direct route to New York. If it 
proves true that the Canadian Pacific has now purchased the 
road, it is not difficult to conjecture that the company has 
taken advantage of circumstances, and will do the same in 
buying the Central Vermont's more eastern roads, if it buys 
them at all. Itis also probable that the purchase has not 
heen made so much with reference to using a short piece of 
the road in the projected east and west air line een 
Toronto and Montreal as it has for making a good line 
to New York in connection with the Delaware & Hudson, 
which runs on the west side of Lake Champlain from 
Rouse’s Point to Albany. This will be likely to give a quietus 
to the Waddington & Ottawa project.” 


Canadian Pacific.—This company has completed two 
branches, one running from Winnipeg, Man., to Manitou, 
80 miles, and the other from Winnipeg to Trahern, about 
40 miles. These branches are chiefly mtended to develop 
a ga grants and promote settlements on the company’s 
ands. 

This company’s statement of earnings and expenses for 
November andthe eleven months to Nov. 30 is as follows : 





. Eleven 
November. months. 
END: IID in bie cikcces ‘cebases: Seda 14.066 $7,638,557 
Working expenses.... .............0.0.- 512,062 4,654,374 
IEE 6c auuiness Seoacdee $302,004 2,984,183 


The gain in net profits over the same period last year is, 
for November, $56,791; and from Jan, 1 to Nov. 30, 
$1,963,608. The gross earnings for November include 
$45,000 for carriage of construction material, as against 
$46,000 during the same month last year, but as it was car- 
ried at absolute cost, the net result is not affected. The com- 
pany has now 3,527 miles in operation. 


Canton & Waynesbur,.—This road is now completed 
and in operation from Canton, O., to Marks, 7 miles. - 
ular trains began running early in December. 


Central Tennessee.—This company has been organized 
to build a railroad from Glen Mary, Tenn., to a point on the 
Cumberland River, a distance of about 21 miles. The incor- 
owen are L, T. Smith, Cyrus Clark and others, of Fentress 

ounty. 


Chicago & Atlantic.—A company by this name has 
filed articles of incorporation in Illinois to build a railroad 
from some — in Chi to Hammond on the Indiana 
state line. The object of the line is not very clear’, unless it 
is proposed to build an extension of the Chicago & Atlantic 
road into Chicago, avoiding the present use of the Chicago & 
Western Indiana tracks. 


Chicago, Burlington & Northern.—A very large 
force is now employed on the grading of this road and rapid 
advance has been made in the work during the past month. 
The grading has been completed in scattered sections all 
along the road and nearly 175 miles are now finished. It is 
a that all of this work will be completed by May, 
unless there is some unexpected delay over the right of way. 
The track is laid from La Crosse, Wis., cutive’ toa 
point opposite Winona, a distance of about 27 miles, and 
ee is in progress at several other points on the 
ine. 

Chicago, Burlington & Quincy.—The statement for 
November and the eleven months to Nov. 30 is as follows: 

-———November.———. ~——-Eleven months -—— 

1885. 1884. 1885. 1884. 
. $2,318,053  $2,.233.891 $24,226.450 $23,423,314 

1,068,934 1,088,815 12,859,986 12,056,228 


$1,140.076 $11,366.464 $11,367,086 
48.7 53.1 61.5 


Earnings .. 
Expenses 








Net earnings.$1,249,1 19 
Per cent. of ex. 46.1 
For the eleven months the gross earni increased $803,- 
136, or 3.4 per cent., and the expenses .758, or 6.7 per 
cent., leaving a decrease of only $622 in the net earnings. 


Chicago & Northwestern,—General Passenger Agent 
R. 8S. Hair announces the opening of the Yankton Branch 
and of a new rail line between Chicago and Yankton, 
Dak. This new line is made up of that portion of the Chi 
cago-Council Bluffs short line between Chicago and Tama, 
Ia., and the Iowa and Southeastern Dakota lines from Tama 
via Eagle Grove and Centreville to Yankton, making a total 
distance of 569 miles, or a saving of 35 miles over the old 
route. 


Chicago & St. Louis.—The Chicago. St. Louis & 


have transferred all their property to this company, which 
will hereafter operate the line extending from Chicago by 
way of Joliet and Eureka to Pekin, a distan ce of 153 miles. 
The company has established a temporary station in Chicago, 





both for freight and r service, and is building large 
freight houses, which will shortly be ready for use. 


Western, and the Chicago, Pekin & Southwestern companies | be 





Cincinnati, Georgetown & Portsmouth.—Tbe par- 
ties who purchased this road recently have completed an ex- 
tension to Georgetown, O., 4 miles westward from the late 
terminus at Hamersville and 39 miles from the eastern end of 
the road at Columbia. The company is also making a great 
improvement in the condition of the older part of the road. 


Cincinnati & Muskingum Valley.—The following 
circular from President Thomas D. Messler is dated Zanes- 
ville, O., Dec. 30, 1885: ‘* Notice is hereby given that on 
Jan. 1, 1886, the Cincinnati & Muskingum Valley Railway 
Co. will resume possession and control of its entire railway, 
and will operate the same ir its own name, and by its own 
employés from and after the date above named. All per- 
sons heretofore employed by the Pittsburgh, Cincinnati & 
St. Louis Railway Co., directly in connection with the Cin- 
cinnati & Muskingum Valley Kailway, will continue to dis- 
charge the duties assigned to them heretofore, unless other- 
wise specially ordered.” 


Cleveland, Akron & Columbus.—This company 
assumed possession on Jan. 1, of the Cleveland, Mt. Vernon 
& Delaware road, extending from Hudson, O., to Columbus, 
144 miles. The new company is organized by the bond- 
holders who bought the road at foreclosure sale three years 
ago. The receivership has been continued unti] now on 
account of es litigation over certain claims, which has 
finally been settled. 


Danville, Olney & Ohio River.—This road, which is 
to be sold under foreclosure Jan. 27, bas prior lien claims 
amounting to about $175,000 to be paid off. The bond- 
holders’ committee gives notice that this amount must be 
raised before the time of the sale, and that it ought to be 
raised within a week, and request bondholders to send in 
subscriptions as soon as possible. 


East Tennessee, Virginia & Georgia.—This com- 
pany failed to pay the coupons due Jan. 1 on the new funded 
coupon bonds. This may be taken age § as a declara- 
tion that the funding scheme is a failure, that the fore- 
closure of the consolidated mo: taage will probably be neces- 
sary. This has been generally anticipated for some time. 


Elberton, Chester & Newton,.—This company has se- 
cured a charter from the South Carolina legislature to build 
a railroad from Elberton, Ga., northeast through Abbeville 
and Chester, 8. C., to Newion, N. C., a distance of about 230 
miles. Nearly half this line would be parallel and close to 
existing roads. 


Fairmont, Morgantown & Pittsburgh.—Track on 
this road is now laid to Uffington, W. Va., 6 miles northward 
from the late terminus at Little Falls and 20 miles trom 
Fairmont. About 6 miles remain to finish the roud to Mor- 
gantown. 


Jacksonville, Tampa & Key West.—This company 
has acquired possession of the Atlantic Coast, St. Johns & 
Indian River road, which extends from Enterprise, Fla., to 
Titusville, and will operate that line from Jan. 1. 


Kanawha & Ohio.—This will be the name of the new 
company organized — bondholders who bought the River 
Division of the Ohio Central at foreclosure sale. The head- 
quarters will be at Charleston, W. Va. The new company 
> soon begin work on an extension from Charleston to 

nley. 


Kansas Railroad Subsidies.—A correspondent of the 
Topeka Commonwealth takes exception to a letter recentl 
published in that paper, part of which was copied in our col- 
umns. This correspondent says that the existing law provides 
that a township may issue $15,000 in bonds as a bonus to a 

railroad company and 5 per cent. additional of the assessed 

value of its es rty, the total amount not to exceed $4,000 
per mile. The Supreme Court of the state has decided that in 
cases where a township votes aid in excess of the amount 
allowed by law the vote is not invalid, but the road can only 
secure the amount which the town is allowed to vote by law, 
the vote of aid being valid as far as that limit extends. 


Los Angee & San Gabriel Valley.— Work is being 
pushed on the construction of this road from the present ter- 
minus eastward to the San Gabriel River. The road is to be 
extended from that point through Pomona to a connection 
with the new Riverside, Santa Ana & Los Angeles road. 
It is understood that this road is now substantially controlled 
by the Atchison, Topeka & Santa Fe. 


Louisville & Nashville.—The company has — suit 
a the Kentucky Central to recover $80,000, The 
Louisville & Nashville extended its Knoxville Branch from 
Livingstone to Jellico, and agreed to give the Kentucky Cen- 
tral certain rights in that road, os it to run its trains 
over the line. In return for this the Kentucky Central was 
to pay the amount which this suit is brought to recover and 
which has not so far been paid. 


Manhattan.—For some time past the locomotive engi- 
neers on the elevated railroads in New York have been dis- 
contented, claiming that they were called upon to work 
ager hours than their agreement with the company reyuired, 
without receiving extra pay, and that the company did not 
carry out its agreement in other ts. The work of the 
engineer's on these roads is very exacting, the engineers being 
necessarily required to give very close attention to their 
trains and having no time for rest between trips. Eight 
hours was fixed upon as a day’s work some years ago, but 
gradually the runs have been changed so that men were kept 
at work for 10 and sometimes 12 hours. The discontent 
finally took shape and a committee was appointed to present 
to General Manager Hain the following agreement as repre- 
senting what the men asked : 

** 1. That 8 hours or less constitute a day’s work on all 
lines of said company. 

**2. That the wages of engineers and firemen shall be the 
same as the contract between officers and employés in the 
year 1880, viz., all engineers having run an engine one year 
for this company to receive $3.50 per day. All old engineers 
hired by the company to receive $3.25 per day for the first 
six months, and $3.50 per day thereafter. All engineers 
promoted by the company from firemen to yy to 
receive $3 per day for the first six months, $3.25 for the 
ensuing six months, and after having been an engineer one 
year to receive first-class pay, or $3.50 per day, 365 days’ 
running an engine to make one year. 

**8, The wagesof firemen to be as follows : Men hired as new 
firemen or promoted to the position of firemen from other de- 
a. never having fired before, to receive $1.65 per 

ay for the first six months, aed ood day for the follo 
six months, and $2 per day thereafter, Firemen hired from 
other roads to receive $1,75 per day for the fir:t six months, 
and $2 per day thereafter. 

“4. The time of enginemen to commence from the time 
they report on structure to ascertain where their engine may 


id up. 
“e The oldest engineman to have preference in run, 
viding there may be a vacancy, and shall have the privilege 
to change runs with each other when it is satisfactory to both 


rties concerned. 
ach} That no engineman be compelled to make extra time, 
that he shall receive pay 


except in cases of emergency, @ 
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for such overtime or fraction thereof, according to classifica- 
tion of pay, thirty minutes or more to constitute said frac- 
tion. 

“7, Any engineman etens an unfinished day for an- 
other excused from duty shall receive pay per hour for the 
same as per classification. 

ak. enginemen reporting for duty shall receive one- 
half day’s pay for the same, providing he is not held for duty 
more than four hours, and shall receive for the same if sent 
out on the road. 

‘* 9, That no engineer shall be censured for failing to make 
time in foggy weather, thereby endangering the lives of 
passengers and destruction of property, as had been done in 
the past. 

‘** 10. That no engineman shall be discharged for serving 
on auy committee, or be discharged or suspended for any 
cause whatever without first having a fair and impartial 
trial, and if suspended shall receive full time and pay during 
such suspension if exonerated from blame.” 

No threat of a strike was made, and the General Manager 
promised the committee that their claims should receive at- 
tention. No answer being received for nearly a week, the 
engineers, most of whom belong to the Brotherhood of Loco- 
motive Engineers, laid their case before the Grievance Com- 
mittee, and Grand Chief Engineer Arthur came to New 
York to investigate matters. He sent a communication to 
the Genera] Manager, and it was arranged that a conference 
should be held on Wednesday morning. Jan. 6. 

Meantime the company had been taking steps, though with- 
out success, to secure signatures to a paper pledging the 
engineers to stand by the company. On Tuesday evening, 
Jan. 5, an order was issued closing the Second and Ninth 
avenue lines and the Fifty-eighth street and City Hall branches, 
and stating that the company would run the Sixth and Third 
avenue lines with ‘‘ loyal” employés. In all this time there 
had been no attempt to strike, but the evident object of the 
order was at once to drive the men to strike, and at the same 
time to create the impression with the public that they had 
struck. The closing of these lines caused much public incon- 
venience. It not only failed of its apparent object, but it 
brought in the Railroad Commissioners. On Wednesday 
morning Commissioner O’Donnell notified the company. that 
its action was in violation of the charter, and might make 
legal intervention necessary. In consequence of this action 
the running of trains was resumed about noon. 

The conference of Grand Chief Engineer Arthur and the 
local committee with the officers of the company was held as 
appointed on Wednesday morning. It was stated that the 
matter must be passed on by the board of directors, to whom 
it would be submitted atonce. At the time of our going to 
press the action of the board had not been taken and no 
answer had been returned. The general impression seems to 
be, however, that concessions will be made and that there 
will be no strike. 


Marietta & North Georgia.—The work of track-lay- 
ing on this road was resumed at Ellijay, Ga,,on Jan. 1. A 
considerable force is now employed on tracklaying and also 
on the grading, and an effort will be made to push the road 
through to Murfy as soon as possible. 


Missouri & Illinois Bridge Co.—This company has 
effected a preliminary organization for the purpose of build- 
ing a new bridge across the Mississippi River at St. Louis. 
The bridge will be locatel north of the existing bridge, and 
a bill has been introduced in Congress to authorize its con- 
struction. The capital stock of the new company is to be 
$3,000,000, and some expenditures have already been made 
for surveys. 


Mobile & Ohio.—As noted elsewhere, thiscompany will 
pay as rental of the St. Louis & Cairo road $165, yearly, 
which will pay interest on the present bonds and on the addi- 
tional capital to be raised to change the gauge of the leased 
road, equip it and put it in good order. To meet this rental 
the road will have to earn $1,031 net per mile, or over three 
times as much as it earned last year. That year wasa very 
poor one, however, and the road had none of the throug 
traffic which it will receive under the lease. 


Munford Branch.—This road has lately been completed 
from the Munford iron mines in Botetourt County, Va., toa 
— with the Norfolk & Western road, a distance of 3 
mules, 


Newport News & Mississippi Valley.—It will be re- 
membered that at the time the Southern Pacific Co. was or- 
ganized and leased the Southern and Central Pacific roads, a 
company by’ this name was also organized by Mr. C. P. 
Huttington and his associates. It is now announced that ar- 
rangements are being made under which the Newport News 
& Mississippi Valley Co. will lease and operate what are gen- 
erally known as the Huntington roads east of the Mississippi, 
including the Chesapeake & Ohio, the Elizabethtown, Lex- 
ington & Big Sandy, the Chesapeake, Ohio & Southwestern, 
and the Louisville, New Orleans & Texas roads. The com- 
pod will then porate a line from Newport News, through 

ouisville and Memphis to New Orleans. It is also said that 
the company will build a link from Lexington to Elizabeth- 
town, where the roadsare now connected by the use of the 
Louisville & Nashville tracks. It is further reported that the 
company will secure control of the Louisville, Evansville & 
St. Louis road aS an outlet for its system to St. Louis. 


New York Central.—The following statement for the 
quarter ending Dec. 31 has been published, the December 
earnings and expenses partly estimated; by adding the fig- 
ures for the preceding quarters we have also an approxi- 
mate statement for the year ending Dec. 31: 











—— —Quarter.—-— — ——-—-—Year.——--—- 

1885. 1884. 1885. 1884. 
Earnings......... $6,546.000 $6,810,160 $24,465,272 $27,044,710 
Expenses......... 3,966,000 3,533,085 16,852,287 17, 100,599 
Net earnings... $2,880,000 $2,877,084 $8,112,085 $9,941,111 
Interest, ete.. .. 1,467,000 1,500,0: 0 5,90",727 5,735,596 
PIERS .ccccccece $1,413,000 = $1,577,084 $2,212,258 $4,208,515 
Dividends........ 000 1,341,425 2,682,565 6,712,502 
Surplus or def... 8. $519,000 = 8. $35,659 D. $470,307 D. $2,593,987 


The profit over fixed charges was equivalent to 1.58 per 
cent. on the stock for the quarter this year, and 1.54 per 
cent. last year; for the year it was equal to 2.47 per cent. 
on the stock in 1885 and to 4.71 per cent. in 1884. The div- 
idends paid were 1 per cent. for the quarter this year, and 
1'4 per cent. last year; for the year, 3 per cent. in 1885 and 
74 per cent. in 1584. 

fn makin comparisons it must be remembered that from 
Oct. 1, 18s4, the amounts received and paid for car mileage 
are not included in earnings and expenses respectively as 
previously, but the excess of payments over receipts, being 
the debit balance in the account, has been charged to oper 
ating expenses. 


New York, Lake Erie & Western.—On Jan. 3 this 
company began running its trains into Cincinnati over the 
Columbus, Cincinnati Indi inapolis tracks, having termi- 
nated the contract under which they have heretofore run 
over the Cincinnati, Hamilton & Dayton from Dayton to 
Cincinnati. This coange was arranged some time ago. 

At the same time arrangements were made to run through 
cars between New York and Peoria, Ll, in connection with 





the Indiana, Bloomington & Western. The trains will pass 
over the last-named road from Springfield, O., to Peoria. 

This company’s statement for November and the two 
months of the fiscal year from Oct. 1 to Nov. 30 gives 
the earnings of the Erie lines proper, excluding all earnings 
and expenses of leased New York, Pennsylvania & Ohio 
road, as follows: 


-——November.-———_, -——Two months.— 
8: 1&8 5 1884 





1885. 4. 1885. . 
Earnings......... $1,570,693 $1,371,519 $3,194,429 $2,882,677 
Expenses........ 978.078 919,281 1,929,179 1,851,778 
Net earnings... $592,615 $452,238 $1,265,250 $1,030.899 
Per ce :t. of exps. 62.2 67.0 60.4 64.2 


For the two months this shows a gress increase of $311,- 
752, or 10.8 per cent., with an increase of $77,401, or 4.2 
per cent., leaving a net increase of $234,351, or 30.3 per 
cent. 

The earnings and expenses, including 68 per cent. of the 
gross earnings and all the working expenses, of the New York, 
Pennsylvania & Ohio, were as follows : 


-———-November-——— ——-Two months-—— 

885. 1884, 885. 1884, 
Earnings...... ... $1,912,526 31,703.3238 $3.893.174 $3,571,195 
Expenses.......... 1,302,552 1,215,513 2,608,791 2,455,528 


Net earvings.... $609,974 $487,825 $1,284,383 $1,115,667 

Here is shown a gross increase of $321,979, or 9.0 per 
cent., with an increase in expenses of $153,263, or 6.2 per 
cent., leaving a net increase of $168,716, or 15.1 per cent. 

A comparison of the two statements shows that the 68 per 
cent. of the gross earnings of the leased road for the two 
months of 1885 amounted to $698,745, and its working ex- 
penses to $679,611, leaving a profit of $19,134 on the lease ; 
which compares with a profit of $84,768 for the correspond- 
ing period in 1884. 

New York & New England.—The earnings and ex- 
penses for November and the two months of the fiscal year 
from Oct. 1 to Nov. 30 have been : 

——-November. -—— 








-— -Two months.-— 


1885. 1884. 1885. 1884. 

Earnings. .............. $309,742 $254.421 $649,708 $561,155 
Expenses....... |... ..-. 180/560 186,117 364'809 "387.141 
Net earnings.......... $129,182 $68,304 $284,908 $174,014 


For the two months the gross earnings increased $88,553, 
or 15.8 per cent., while the expenses decreased $22,341, or 
6.0 per cent., the result being a gain of $110,894, or 63.7 
per cent. in net earnings. 

The following circular was 
Clark, under date of Dec. 28 : 

‘** Pursuant to a decree of the Circuit Court of the United 
States for the Second Circuit, made Dec. 22, 1885, providing 
for the termination of the Receivership of the New York & 
New England Railroad, the road, with all its franchises, 
rights and property, will pass back into the possession and 
control of the New York & New England Railroad Co. at 
the close of business on Dec. 31, 1885. All orders thereafter 
issued will come from the railroad company; and all ac- 
counts growing out of the business of the road will thereafter 
be kept with the company. All accounts in favor of the Re- 
ceiver, existing at that date, should be paid to the company, 
and all accounts against the Receiver existing at that date 
will be paid by the company.” 

On the same date Wm. T. Hart, Vice-President of the com- 
pany, issued the following order : 

‘* Unless otherwise ordered, the officers and employés of 
the Receiver will be continued in the employ of the New 
York & New England Railroad Co. in the same positions and 
with the same authority as under the Receiver, and all ex- 
isting orders and regulations will remain in force.” 

At a meeting of the stockholders of the old Boston, Hart- 
ford & Erie Co., in New York, Jan. 5, to consider the con- 
dition of its suits to set aside the foreclosure by which the 
road passed into possession of the New York & New England 
Co., a proposition was submitted for the purchase of the out- 
standing stock at $6 per share. Who made the proposition 
has not been made public, but it is said that it came from 
parties largely interested in the New York & New England 
road. Holders of the stock who wish to accept the proposi- 
tion are to deposit their stock with the American Loan & 
Trust Co. in Boston. 


New York & Palisades.—This company has been or- 
ganized to build a railroad about 5 miles iene, from Nyack, 
N. Y., to the New Jersey state line near Piermont, where it 
will connect with the Palisades railroad, projected to run 
from that point along the Palisades to Jersey City. 


New York, Susquehanna & Western—This company 
is paying the January coupons on the first mortgage bonds, 
one-half in cash and one-half in coupon certificates, as pro- 
vided in the plan submitted to the bondholders some time 
ago. 

North Pacific Coast.—This company has recently 
completed an extension of this road to Ingram, Cal., 8 miles 
north of the late terminus at Duncan’s Mill and 81 miles from 
the southern terminus at Saucelito, on San Francisco Bay. 


Ohio Railroads.—<According to a summary of the an- 
nual report of Hon. Henry Apthorp, Commissioner of Rail- 
roads and Telegraphs of Ohio, there were atthe en of the 
year (June 30, 1885), 7,124 miles of railroad in the state, of 
which 6,417 were standard gauge and 707 narrcew gauge. 
There were 9,091 miles of track, 6,838 miles of single main 
tracks, 573 miles of double main tracks, and 1,680 miles of 
side tracks. One remarkable feature of the report is the 
statement regarding the roads in the hands of receivers. 
There are 1,399 miles of standard gauge, or 21 per cent. of 
the entire number of miles of standard gauge, and 418 miles 
of narrow gauge, or 59 per cent., making i all 1,817 miles, 
or 25 per cent., of the whole number of miles of railroad in 
the state operated by receivers. 


Omaha & North Platte.—This company has been or- 
ganized to build a railroad from Omaha, Neb., west to Grand 
Island, with branches to Norfolk and Fremont. 


Orego” Railway & Navigation Co.—Track is now 
reported laid on this company’s branch from Starbuck, Wash. 
Ter., southeast to Pomeroy, 31 miles. The new line will open 
up an extensive wheat country, which is being rapidly settled 
and which has already a considerable population. 


issued by Receiver Charles P. 


Pacific & Great EKastern.—This company has com- 
ae some 25 miles of grading and has laid track from 
‘ayetteville, Ark., eastward to White River, 9 miles. A 
survey has been completed for the projected line, which is to 
run from Fayetteville, through Huntsville and Harrison to 
Cottonwood River on the Mississippi River. 


Philadelphia & Reading.—A meeting of the committee 
of general mortgage bondholders was held in Philadelphia last 
week. The proceedings were not published, but it is understood 
that a number of the New York bondholders were repre- 
sented, and agreed to join their interests with the Philadel- 
phia committee. That committee will therefore now repre- 
sent about $8,000,000 of the general mortgage bonds, the 
holders of which are all in favor of a foreclosure, and are 
opposed to any plan of reorganization which has heretofore 
been offered, 

The ticket for managers to serve with Mr. F. B, Gowen, 








if elected, is announced to be I. V. Williamson, John Wanna- 
maker, Peter C. Hollis, Dr. Hostetter, and Mark W. Wat- 
son. The two last named gentlemen live in Pittsburgh. It 
seems to be the general opinion now that Mr. Gowen’s elec- 
tion is probable, and there is much discussion as to what 
course will be taken by the Receivers. The general opinion 
appears to be that they will ignore him, following his own 
action at the time when he was one of the receivers and 
Mr. Frank S. Bond was chosen President. It is probable, 
however, that, in case of his election, he will make all the 
trouble he can for the Receivers, although, of course, he can- 
not take any active part in the management without the 
permission of the Court. 

It is stated that the Receivers have decided to retain from 
the earnings of the New Jersey Central a sufficient amount 
to pay the taxes on that road in New Jersey, provided the 
Court shall decide the pending suit against the company. 
The amount in dispute is about $270,000. This action 
= — for some time the payment of coupons by the 
Yentral. 


Pittsburgh, Cincinnati & St. Louis.—The following 
circular from first Vice-President J. N. McCullough is dated 
Pittsburgh, Pa., Dec. 30, 1885: ‘‘ Notice is hereby given 
that from and after Dec. 31, 1885, the Pittsburgh, Cincin- 
nati & St. Louis Railway Co. will cease to operate and con- 
trol the Cincinnati & Muskingum Valley Railway and every 
art thereof. All persons heretofore employed by the- Pitts- 

urgh, Cincinnati & St. Louis Railway Co., in connection 
with the Cincinnati & Muskingum Valley Railway, in what- 
ever capacity, will consider themselves discharged from such 
service at the close of the day above named.” 


Pullman’s Palace Car €o.—This company has finally 
settled its claims against the West Shore road for the equip- 
ment furnished that road from the shops at Pullman. Under 
the settlement the Pullman Co. receives $1,067,412 in cash 
from the proceeds of the foreclosure sale, and also $1,- 
——" in the new West Shore 4 per cent. guaranteed 
oonds, 


St. Louis & Cairo.—Under the terms of the lease of this 
road to the Mobile & Ohio Co., itis stated that the $2,600,000 
income bonds now outstanding will be replaced by $4,000,000 
new 4 per cent. bonds, guaranteed by the lessee. For each 
of the present $1,000 bonds and $400 in cash, $1,500 in the 
new bonds will be issued. If all the bondholders make the 
exchange there will be a cash fund of $1,040,000, which 
with the $100,000 remaining bonds and any which may not 
be exchanged, will be used for changing the gauge and 
improving the road. The yearly rental will be $165,000, of 
which $160,000 will be applied to the interest on the bonds 
and $5,000 will goto the lessor company for expenses of 
organization, etc. The lease is for 99 years. 


Texas & Pacific.—At the time the Receivers were ap- 
pointed the court made an order to show cause why the 
appointment should not be made permanent, and this order is 
returnable Jan. 9. 

It is reported that a plan of re-organization is now in 
preparation, but it will not be ready for a week or two. It is 
reported that under this plan the bondholders will be asked to 
make such concessions as will enable the company to put the 
road in good condition and to resume payments, with the 
Pp +t of meeting its interest obligations hereafter. This 
will be effected by considerably reducing the amount of the 
fixed charges. 

It is reported that the income bondhoiders have decided to 
take scrip instead of cash in payment of the back interest for 
1882 and 1883, and to withdraw the suits brought to enforce 
cash payments, 

Texas & St. Louis.—In an item under this heading 
given in the number for Dec. 25, page 831, the date of the 
foreclosure sale was given as Feb. 22 through a typographical 
error. The sale of the Missouri & Arkansas Division of that 
road is appointed for Feb. 27 next at St. Louis. This date 
was correctly given under the head of foreclosure sale on 
page 828 of the same number. 


Wabash, St. Lonis & Pacific.—A dispatch from St. 
Louis, Dec. 5, says: ‘‘ Counsel of the trust companies and 
branch roads concerned in the Wabash receivership are here 
to enter the decree of foreclosure and sale in that case. Judge 
Brewer sat with Judge Treat in the United States Circuit 
Court yesterday to hear the arguments, butas the decree had 
not been printed for the benefit of all the attorneys, the hear- 
ing was adjourned until to day. 

‘* Master E. T. Allen filed his final report, which was taken 
under consideration by the court. e finds the general 
mortgage bond debt amounts to $19,300,000; the cellateral 
trust bond debt amounts to $11,109,263. The receivers’ in- 
debtedness is $3,675,000, and over $1,000,000 is due in rents 
and interest on bonds to the leased lines. The decree was 
perfected yesterday afternoon in conference of the principal 
attorneys, and provides for the sale of the road under the 
agreement for reorganization between the holders of the gen- 
eral mortgage and the collateral trust bonds, each class of 
bondholders being protected equally. The question as to 
the priority of the mortgages is set at rest. A commissioner 
will be appointed who will fix a day and conduct the sale of 
the road. For the benefit of the purchasing committee, the 
property covered specifically by the general mortgage, and 
as adjudged by the Court to be covered by it, will be offered 
as a whole and in fragments. Then the collateral trust prop- 
erty will be similarly offered. Out of the proceeds the court 
costs will be paid first; then the receivers’ indebtedness, then 
the expenses of the bondholders and purchasing committees, 
with proper compensation to the members of the committees; 
then any remainder will be divided pro rata among the two 
classes of bondholders. The compensation of the mortgage 
trustees and their attorneys, as allowed, amounts to $170,- 
000. In the decree all the rights of the underlying mort- 
gage bondholders are preserved.” 


West Shore.—Mr. A. S. Cassedy, Referee in the fore- 
closure of the New York, West Shore & Buffalo, gives notice 
that holders of receiver’s certificates, notes and all claims 
which he is required to pay under the orders of the court, 
must present the same to him for payment before Jan. 15, 
and interest on all claims will cease after that date. The 
Referee will have his office temporarily in the Stewart Build- 
ing, corner of Broadway and Chambers street, New York. 
Lease warrants, traffic accounts and wages of employés will 
not be paid by the Referee. A blank form of statement to 
be used can be obtained at the office as above. 


West Shore & Ontario Terminal.—Receiver Wil- 
liams, of the West Shore & Ontario Terminal Co., has noti- 
fied the holders of the $400,000 of floating debt that he can 
probably obtain for them 50 per cent. in cash in settlement. 
fn view of the fact that any attempt to collect their claims 
by action adverse to the bondholders would involve ** expen- 
sive litigation, with at least doubtful results,” he advises the 
prompt acceptance of 50 cents on the dollar. 


Wisconsin Central.—On this company’s extension 
from Schleisingerville, Wis., to Chicago the grading is re- 
ported now nearly all completd. Track has been laid from 
a point near the Chicago Belt road northward to River 
Forest, Ill, 5 miles, and also from Schleisingerville south 
to Duplaineville, 20 miles, and the work is progressing 
steadily. 





